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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 


Take politics out of rate-making. 


A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 


Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 


Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 


A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





“WAGE EARNERS” IMMUNE? 


E are greatly intrigued by the scolding the Board 
of Mediation has given the Louisiana and Arkan- 
sas Railway for being the first to break away from the 
general railway policy of “going along” with President 
Hoover in his desire for the maintenance of the level of 
wages that prevailed before the business depression hit 
the country. Perhaps the board, dealing with only one 
phase of the subject, may be excused for not having in 
mind other phases of it, but we rise to inquire whether 
the Hoover policy contemplated only the wages of union 
labor, or the wages and salaries of all employes—or, 
rather, the maintenance of the status quo with respect 
to their incomes. 
The Louisiana and Arkansas may be the first to 
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apply wage cuts to its unionized employes, but the rail- 
roads quite generally have reduced their forces and cut 
salaries. Why is that good business practice when ap- 
plied to the “white collar” men, but a crime when applied 
to union labor? 

We did not understand that President Hoover had 
in mind only the brotherhood men, who may strike—and 
who generally “get by” with it—if their wages are cut, 
when he insisted on the adoption of a policy that would 
maintain wage levels in railroad and other industrial 
circles, and we should think he would object to being 
put in that position. If the Louisiana and Arkansas has 
violated the understanding with the President, then many 
other railroads and many other industries have violated 
it also. As to whether it should be violated—that is 
another question; but a business man or a railroad can- 
not maintain high wage schedules when the business is 
not being operated at a profit that warrants such 
schedules. 


As to whether the understanding, whatever it con- 
templated, ever should have been entered into—that also 
is another question. Our position has always been that 
the railroads should have told the President that they 
would operate their properties in the way that, in their 
weak judgment, seemed best, or, if they made him any 
promises, they ought to have exacted something in return 
—such as the abandonment of government competition, 
for instance. But they bowed themselves in and bowed 
themselves out, as they always do, and now, when busi- 
ness necessity demands a departure from what President 
Hoover would like to see maintained as a business policy, 
they are renegades. It is one thing to sit in the White 
House or a cabinet seat and say what a fine thing it will 
be for the country if business will continue wage sched- 
ules and forces on a prosperity basis, and quite another 
for a business man, confronted with the necessity of 
making a living and preserving his capital, to do as 
desired and keep his books with red ink. 

Perhaps it is not wise for the Louisiana and Arkan- 
sas to open war with union labor—and perhaps it is. 
It will have to come some time if the present depression 
continues. It certainly is not fair-or economically sound 
that “salaries” and the return on capital shall diminish, 
with a corresponding fall in the prices of commodities, 
and “wages” continue at the same old level. 


(luick denendable Connections 
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NEW ORLEANS GREAT NORTHERN RAILROAD 
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DELAY IN REVENUE CASE 


T is doubtless true, as stated in Washington, that the 

Commission’s investigation with respect to railway 
management was conceived and would have been under- 
taken quite apart from the application of the railroads 
for an increase in rates; it also is true that such an 
inquiry is entirely proper in connection with the ad- 
vanced rate application, for, of course, if it can be shown 
that the carriers are indulging in wasteful practices, 
then, to that extent, their request for increased revenues 
would be discounted. We ourselves have said that the 
Commission should take into consideration some things 
like unnecessary and wasteful duplication of de luxe 
passenger service. And yet it does seem that delay is 
piling on delay in deciding what appears to be an 
emergency plea for help. 

If the request of the railways is not to receive an 
answer until the hearings in the rate case now con- 
templated and the subsequent filing of briefs and making 
of arguments, as well as the investigation into the prac- 
tices of management, are completed, it will probably be 
well after the first of next year before anything is done. 
While the doctors are consulting and endeavoring to 
find a way of doing nothing, the patient will probably 
grow rapidly worse. Why not, after a preliminary 
survey, if it establishes the need of the railroads for 
more money, grant some simple and temporary method 
of relief—such as has been suggested by Mr. Long, of 
Sterling, Ill., and advocated by us in this column last 
week (a “per car” charge on all carload freight moved) 
and then remove it, in part or in whole, after a com- 
plete investigation has been made, if the result of that 
investigation shows the full measure of relief not to be 
needed? It seems to us that the situation is becoming 
needlessly and endlessly involved in the coils of red tape 
and routine procedure. 





THE ST. LAWRENCE PROJECT 


OME of the mystery that has surrounded the project 

for further improvement of the St. Lawrence River 

by the United States and Canada to the end that Chicago, 

Duluth, and other cities on the Great Lakes may become 

world ports for ocean-going vessels has been finally dis- 

pelled by a statement from J. G. Rogers, assistant Secre- 
tary of State. 

Newspapers in the two countries for a considerable 
period have been publishing reports that representatives 
of the interested governments have been discussing the 
matter with a view to making a treaty providing for the 
joint undertaking. Confronted with inquiries about such 
reports, the acting Secretary of State, W. R. Castle, Jr., 
said no negotiations were going on, either formal or 
informal, concerning the St. Lawrence waterway. 

Later, however, in response to further inquiries, Mr. 
Rogers said the general plan was to work out a pre- 
liminary understanding with the Canadian minister to 
the United States, Major W. D. Herridge, in the summer 
months, through a series of conversations, to ascertain 
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No formal conversations were con- 
templated at this time, said he. It was also explained 
that negotiations would be conducted through diplomatic 
channels, as desired by the Canadian government, and 
not by a commission, as desired by the United States. 

It was pointed out at the State Department that there 
was no conflict between the statements made by the 
acting Secretary of State and the assistant Secretary 
of State, inasmuch as the former was talking about 
negotiations reported to have been in progress, and the 
latter about what would take place in the future. How- 
ever, we now have at least an admission from the State 
Department that the matter is under consideration with 
a view to entering into “conversations,” though not 
formal ones. There may be justification for secrecy with 
respect to negotiation of treaties in some instances, but 
we are unable to see that there is any reason why there 
should not be frank statements about developments as to 
the St. Lawrence project. 


what could be done. 


GOVERNMENT IN BUSINESS 


HE statement of the Post Office Department that 

elaborate plans have been made to increase the gov- 
ernment’s parcel post business raises a question as to how 
far the department should go in competing with the 
express companies, privately owned and operated. If 
the government had a monopoly of the parcel-carrying 
business, as it has of other mail services, this question 
would not arise. Privately owned and operated express 
companies, however, have not been barred from the 
parcel-carrying business and, therefore, should not be 
subjected to government competition that may have the 
effect of substantially curtailing their revenues. 

The Post Office Department says that, following the 
decision of the Commission granting authority to the 
Postmaster General to increase the limit of size and 
weight of parcels carried in the mails, a plan of educa- 
tion has been mapped out that, it is hoped, will result 
in a much more extensive use of the fourth class mail 
privileges. Schools, colleges, and telephone companies 
are to cooperate in the department’s activities. 

It seems to us that the mail facilities of the federal 
government are being enlarged in order that a freight- 
carrying business may be carried on. The Commission’s 
report in the case dealing with the size and weight of 
parcels says that the following articles, among others, 
barred because they exceed the present size or weight 
limits, would be mailable under the new limits: Small 
furniture pieces such as end tables, card tables, cabinets, 
benches, ferneries, chairs and telephone sets, either boxed, 
crated or wrapped; mirrors, ironing boards, incubators, 
chick feeders, and brooders; lard presses, washtubs, 
washstands; mixed shipments of dry goods, shoes, light 
hardware, clothing, utensils, etc., now sent to one cus- 
tomer in two or more packages; haystack covers, mower 
knives, skis, cars; toys, such as wagons, velocipedes, doll 
carriages, children’s furniture, sleds, toy automobiles, 
and game boards; garden implements, such as sprayers, 
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automobile and air- 
binder sickles, 


hand cultivators, rakes and forks; 
plane radiators; flat maps, piece goods, 
ete. 

The express companies objected to the increases in 
the size and weight limits, contending that the present 
limits were higher than those required by a reasonable 
parcel post service, that a large part of the parcel post 
traffic was competitive with express, and that a consider- 
able portion consisted of traffic diverted from the latter 
by the gradual extension of the size and weight limits. 
The Commission said there had been nothing presented 
to it to show that it was undesirable for the department 
to handle larger and heavier than it now 
handled. 

It may be well or it may be ill, the Commission may 
be wrong or it may be right—everyone is entitled to his 


packages 


own opinion about that—but it ought to be understood 
that the decision of the Commission permits a farther 
encroachment on the field of private business and a 
step farther in government competition with it. Just 
where the limit should be placed on the size and weight 
of parcels that may be shipped by mail is, of course, 
subject to debate, but the fact remains that the parcel 
post is a serious competitor of the express companies. 
The express companies feel themselves considerably hurt 
by this decision—and well they may. 

Just what will hinder 
service to the point where the government will haul any- 





a farther development of this 


thing for anybody at a price impossible for private busi- 
ness to meet? principle that pre- 


vents. 


Certainly it is not a 


We hear more and more of the unwisdom of govern- 
ment in business the very 
thing that is deplored. 
competitor of privately owned and operated barge lines, 
warehouses, and the railroads. Now we have the Post 
Office Department increasing its competition with pri- 
vately owned and operated express companies. In the 
face of all this, President Hoover strongly condemns 
government competition with private business, and he is 
supported in that position by his Secretary of War, Mr. 
Hurley. 


and see more and more of 





The government barge line is a 
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THE LEAGUE AND THE RAILROADS 
National Industrial Traffic League, through its 


T HE } 
executive 


acted with respect to the application of the railroads for 


committee, has taken second thought and 
a fifteen per cent increase in rates. Its action, described 
elsewhere, in our Washington dispatches, is along broad 
lines and evidently intended to be helpful, without in- 
structing the Commission at this time as to how it should 
decide the case 

The League still has taken no action with respect to 
the declaration of policy adopted by the railroads last 
November. The reason for this, however, is now plain. 
The League has developed that the railroads now regard 
that declaration as having been put out more or less as 
a “feeler” and conferences are being held with the League 





which is as it should be. 
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and others with a view to 
ment with shippers 

It does not matter, so far as the actual situation is 
concerned, whether the declaration was really put out as 
railroads now merely desire 
nor does it 


possible modification and agree- 


a “feeler,” or whether the 
to have it thought that this was the case; 
matter whether or not the things said in that declaration 
with respect to motor transport were originally regarded 
theory and were said in 
earnest ; that everything in the 
declaration is to be regarded as tentative except, per- 
what was said about motor transport—and the 
said as to that. 


as an exception to the “feeler” 
it seems plain now 





haps, 
railroads really meant what they 





RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for May and the 
five months ended with May, for the country as a whole, com- 
piled from company reports, follow: 





MAY 
1931 1930 
Average number of miles operated........... 242,880.83 242,636.18 
Revenues: 
eee rrr eR Me ee Be 
Passenger nr eee pe ew ee eR eds *46,981,178 $60,428,360 
Sr eee epee eter Sar meee eee me eee 8,828,943 9,325,212 
PREC Pe ECTS ETE 9,360,426 12,221, 721 
AM other tranaportation. ....6.cccsceseceess 12,462,590 15,701,552 
MMINEIE, GC ciaieiccs, tial 5:6 ssc ens are wee aloretRcavacata 7,482,272 10,378,579 
Be Sy ere nee re ener 976,757 1,214,831 
OEE TIN 6 noo 0:6 Sob cwiwds cease Sewn 233,295 435,950 
Railway operating revenues.......... 369,020,101 463,263,581 
Expenses: 
Maintenance of way and structures...... 52,627,360 70,784,644 
Maintenance of equipment........6cccsee8 72,372,224 90,505,034 
LS ern ere ore 10,270,622 11,305,287 
I ENIONS | oso dase Kd Kw wasiwieedetucecus 134,487,689 159.619. 645 
Miscellaneous operations .........cccccces 3,472,573 4,426,195 
ES SRS eres cn ten ne ee 15, 374 16,496,696 
Transportation for investment—Cr...... 7,519 ,1195,221 
Railway operating expenses.......... 288 067 323 51,942,280 
Net revenue from railway operations........ 80,952,778 11,321,301 
ee ee 27,965, 174 31, 014, 383 
Uncollectible railway revenues .............. 61,678 84,454 
Railway operating income............ 52,925,626 80,222,464 
Equipment rents—Dr. balance..............e: 8'986,375 8,314,106 
Joint facility rent—Dr. balance..............-. 2,675,631 2,585,772 
Net railway operating income........ 41,263,620 69,322,586 
Ratio of expenses to revenues (per cent).... 78.06 75.97 
*Includes $2,253,784 sleeping and parlor car surcharge. 
tIncludes $2 a6t, 547 sleeping and parlor car surcharge, 
FIVE MONTHS 
1931 1930 
Average number of miles operated....... 242,779.69 242,746.88 
Revenues: 
I eee ee te en ee te ra $1,392,969,074 $1,711,299,790 
PE 65.56 ois we eneneunaee ace oeeme *241,206,688 $313,619,616 
ee ee re rr re 44,028,882 46,406,525 
er ees ee ree eee Te 38,276,185 50,544,092 
Al Other Transportation « ..i666ccccccses 60,112,984 74,528,377 
Ne Se ee Ae eT ee 37,594,457 47,060,947 
De TOO 6 hone tres akieseewan 4,733,708 5,526,874 
fe ee SS 2 rae 1,294,944 1, 681,732 
Railway operating revenues....... 1,817,627,034 2,247,304,489 
Expenses: 
Maintenance of way and structures... 236,081,744 308,881,433 
Maintenance of equipment............ 372, 156,533 460,775,884 
IS ox ns Sisto WA ae CAD OH ee Raaaleee tae 50,336,320 55,289,286 
Wp gs) ee Tee ee ae 684, 1 24,11 814, 174,213 
Miscellaneous operations ............. 18,261,221 22,813,286 
RONNIE a lary asc oes bard Bw nero ess em aisles axe 78,487,926 82, 451,485 


2,819,040 9, 158,666 


Transportation for investment—Cr.... 
1, 136,628,823 1,739 ,226,921 


tailway operating expenses....... 
R ’ rating expenses 


Net revenue from railway operations...... 380,998,211 508,077,568 
ON ee es | re ; 137,246,365 149,194,860 
Uncollectible railway revenues............. 348,395 146,476 

Railway operating income. ....... 243,403,451 358,436, 232 
Equipment rents—Dr. balance............. 2°330,277 39,391,442 
Joint facility rent—Dr. balance............ 12,685,585 10,828,163 

Net railway operating income..... 188,387,589 308,216,627 
Ratio of expenses to revenues (per cent). 79.04 77.39 


*Includes $12,077,140 sleeping and parlor car surcharge. 
tIncludes $15,228,331 sleeping and parlor car surcharge. 


RICE MILLERS PROTEST 


The Commission has refused to suspend the Texas & Pacific, 
Johanson, and Texas & New Orleans tariffs proposing changes 
in rates on rice against which Louisiana and Texas rice millers 
made protest. (See Traffic World, July 11, p. 70.) The tariffs 
became effective on July 15. 
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Current Topics in 
Washington 





Americans are pleased to picture the 
soviet government as having already taken 
the poor moujik’s shirt and grabbing for his 
pants. Then, perhaps, they think of the 
anti-trust and other laws, which, to many, 
seem to embody a bit of shirt-taking them- 


Governments 
Always After 
Somebody’s Shirt 


selves. 

Oil producers were berated by Attorney-General Mitchell, 
when, in 1929, they suggested that they be permitted to hold 
their production of petroleum to the 1928 level. They were 
asking him to give them anti-trust law immunity baths, he 
told them. There was no holding back of production in that 
year and very little since that time. And now Kansas pro- 
ducers are forced, by the law of supply and demand, to close 
thousands of wells, throwing men completely out of work, 
because the prices they can get for their crude oil are lower 
than the cost of running the pumps. 


And now the Post Office Department is sending out so- 
licitors to grab parcels weighing as much as 70 pounds away 
from the express companies and the truck lines. Schools are 
to be asked to teach the beauties of a policy that will deprive 
the fathers of some of the children of their jobs if those so- 
licitors, Whose pay will not depend primarily on their success 
in getting business, are successful. 

No producers, other than farmers, may lawfully combine 
to prevent overproduction. The policy of the law is to put 
blinders on manufacturers and producers, on the theory that 
competition is the life of trade, so that they will keep on 
producing, regardless of whether they have a market for their 
wares or not. In the view of many, the law has no regard for 
the ultimate effect of unrestrained competition. One statute, 
however, does make it an unfair method of competition for a 
seller to reduce prices in one part of an area in which it does 
business and not in all. 


Many believe the competition the Post Office Department 
proposes to intensify for the express companies and the trucks 
is of the same quality (bad) that the government has set up for 
the railroads by means of the government barge line. Ware- 
housemen throughout the country, of course, also think the policy 
of the barge line, in the matter of holding commodities, espe- 
cially sugar and green coffee, in its warehouses, on the theory 
that they are in transit, is an unfair competition for them. 
They so believe because, they assert, it takes from them 
business they have had for years, not fairly, but by the over- 
whelmingly large purse of the government. That purse is big 
enough to keep the barge line going, without regard to how 
much money it may lose, while their own purses are relatively 
small. 


It is natural to blame economic ills wholly on law or the 
absence of it. When the refiners of oil were in or being taken 
into the combination that John D. Rockefeller, Sr., made to 
save them from throat-cutting competition, complaint was 
made that the law was not being enforced. Thereupon, the 
Sherman anti-trust law, frequently described as if it were a 
blunderbuss sending its bullets about in an aimless way, was 
brought forth and the combination was broken. After that 
many strong refining companies sprang up, each yelling for 
more crude to refine. Perhaps, if the’ old combination had 
not been ‘busted,’ the competition for crude would not have 
been so keen. Lacking keenness of competition, the number 
of “wild-catters” hunting for new sources of supply would not 
have been so great and the Kansans would not now be shut- 
ting their wells for lack of a remunerative market. In other 
words, while governments may be grabbing for the shirts of 
their citizens or subjects, the latter seem also to be doing sev- 
eal things to bring about shirt losses. 


Mary Roberts Rinehart, in the August 
number of the Ladies’ Home Journal, sug- 
gests that, perhaps, we need to make 
things a bit easier for the railroads—as 
easy, for instance, as they are for the 
trucks. For a long time, she says, we 
have hampered the railroads, taxing them heavily, putting a 
heads-I-win-tails-you-lose limit on their earnings, “and placed 


My, My! What 
Amazing Facts 
Mary Has Found! 
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them under the arbitrary control of the Interstate Commerce 
Commission.” 

Passing over the nature of the control said to be exercised 
over the railroads by the Commission as not a serious matter, 
those familiar with the subject probably will be surprised to 
hear from the teller of charming tales in a charming manner 
that the truck, competitor of the railroads, “pays only its license 
and perhaps a tax on its gasoline.” Still further surprise, per- 
haps, will be caused by the further declaration that the truck 
“is subject to no control, interstate or otherwise.” 

No railroad man testifying at the hearing recently con- 
ducted by Examiner Flynn went so far as to say that the truck 
paid only its license ‘and perhaps a small tax on its gasoline.” 
What they said-was that the truck did not pay enough for the 
use it made of the highways. They freely admitted that com- 
mon carrier trucks were regulated in a number of states. Rather, 
perhaps, it were better to say they asserted that, in a number 
of states, they were regulated, but that the private truck was 
not, though it hurt them just as much as, if not more than, the 
common carrier truck. 

However, the general idea of the comment was that the 
country had better think straight and seriously about the catas- 
trophe that will befall if the motor vehicle is permitted to kill 
the railroads before the former is prepared to take the place 
of the older form of transportation. 





“From Galliopolis, O., to Balti- 
more, by land, is roughly 300 miles. 
By water—down the Ohio and Missis- 
sippi rivers, through the Gulf of 
Mexico and up the Atlantic to Chesapeake Bay—is about 3,000 
miles. But a Galliopolis business firm has just dispatched a 
cargo of pickles to Baltimore by water, believing that this will 
be cheaper than sending it by land. 

“A more graphic illustration of the cheapness of water- 
borne transportation could hardly be found anywhere. It ex- 
plains perfectly why the inland waterways are beginning to be 
popular with shippers once more. It explains why the Mahoning 
Valley steel district wants a canal to the Ohio River; why Chi- 
cago wants a deep waterway to the Mississippi; why the whole 
middle west wants a deep water channel down the St. Lawrence. 

“A nation as fond of economy as the United States will 
eventually utilize this cheap means of transportation to the 
fullest extent.”—-Terre Haute Star. 

Freight solicitors who were spanked by their superiors and 
then sent out to discover why they had lost such business re- 
turned with two alibis. The first was that there was no pickle 
factory at Gallipolis. The second was that no such shipment 
had been made from the City of the Gauls. Thus far the su- 
perior traffic officers have not discovered that their subordinates 
are liars. 

A comment on why so many communities want canals is 
that they want them because they give rates that are not high 
enough to cover the whole cost of the service. The rest of the 
cost, it is pointed out by those opposed to subsidies of that sort, 
is borne by communities that do not have the benefit of canals 
or rivers canalized at the expense of all the people for the 
benefit of some of the people. 


A thought on the subject is that some young man, remem- 
bering that pioneer farmers used to float their corn from east 
Tennessee down the Cumberland or Tennessee River to the 
Ohio and thence by the Mississippi, Gulf and Atlantic Ocean to 
the headwaters of North Carolina streams to get it eastward a 
distance of about 100 miles, wrote a dream about the possibility 
of shipping pickles from Gallipolis to Baltimore. Then some 
other young man picked up the dream and converted it into a 
reality by leaving out all the qualifying and conjectural phrases. 

A shipment of pickles from pickle-making Pittsburgh would 
have brought conviction to the reader of the dream—except that 
he might know that the ratio of 10 to 1 of water transportation 
to land transportation relates only to ocean transportation un- 
der favorable conditions on water and unfavorable on land. 
The Commission’s commutation ratio is about 2.5 miles of salt 
water transportation to one of railroad. 


Cheap Transportation, 


by Dream 


Men of the Commission who apply the 
stethoscope and take the blood pressure of 
rate proposals are mildly curious as to what 
has come over those who asked permission 
to make short haul steel rates on less than 
statuory notice. (See Traffic World, June 
20, p. 1481.) The Commission men asked the applicants how 
they proposed dealing with the fourth section. Since then, 
though the Commission has given fourth section relief, the rail- 
road people have been so silent as to suggest that they have 
deserted the child they placed on the Commission’s doorstep. 


Short Haul 
Steel Rates an 
Abandoned Child 
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However, they are reported to be working on the fourth section 
phase of the matter. 

After Examiners Hill and Jensen made their report in I. 
and S. No. 3569, classification ratings on food products etc. 
(elsewhere in this issue), in which they denominated the ap- 
plication for a 15 per cent increase a “crude rehabilitant,”’ the 
wonder was whether someone high in authority among the 
railroads had come to the conclusion that there was some incon- 
gruity about the two things. 





Elysian fields, far away and nebu- 
lous, had no attractions this week, for 
the genuine valuation enthusiasts. They 
had a better place of delight right here 
in Washington, with the Commission’s 
bureau of statistics putting out a com- 
pilation of revenue, expense, income and valuation figures to 
be found in the Commission’s files, and the figures put into the 
record for the railroads by Dr. Julius Parmelee at the first hear- 
ing on the 15 per cent increase case. Dr. Parmelee figured the 
investment in road and equipment in the calendar year 1930, 
based on the Commission’s findings in Ex Parte 74, plus addi- 
tions and betterments, to be $24,566,756,055 for the Class I 
roads. On that investment, which some might call a valuation, 
the roads had a net railway operating income of $868,878,792, 
or 3.54 per cent. He figured the return in the first four months 
of the current year to be at the rate of 2.23 per cent. 

No use going to the Greek place of bliss, or any other, for 
that matter, when things were so pleasant in Washington. That 
was true notwithstanding the weather’s effort to reach the 100 
degree mark on thermometers. Valuations ranging from $21,- 
000,000,000 to $30,000,000,000 could be pulled out of the figures 
made public and those made up by persons other than those 
mentioned. 

And that was the fact even if it was also a fact that prac- 
tically everybody attending the rate hearing knew that the big 
question before the Commission was not what value to place on 
the railroads, but where to find the traffic, which, even if sub- 
jected to the 15 per cent increase, would make the net of the 
railroads more comfortable.—A. E. H. 


Joy and Gladness 
Among the Makers 
of Valuations 


REVENUE TRAFFIC STATISTICS 


Class I railroads in the four months ended with April had 
passenger revenue of $194,078,199, as compared with $252,947,410 
for the corresponding period of 1930, according to revenue 
traffic statistics compiled by the Bureau of Statistics of the 
Commission from company reports. Revenue passengers car- 
ried totaled 209,298,000, as against 247,169,000 in the 1930 period. 
Revenue a passenger-mile averaged 2.676 cents, as against 
2.854 cents in the 1930 period. 

Freight revenue in the four months totaled $1,108,395,983, 
as against $1,353,996,796 in the corresponding 1930 period. 
Revenue tons carried totaled 533,687,000, as against 659,759,000 
for the 1930 period. Revenue a ton-mile averaged 10.57 mills, as 
against 10.65 mills in the 1930 period. 

Passenger revenue in April totaled $47,230,875, as against 
$59,548,857 in April, 1930. Revenue passengers carried totaled 
52,136,000, as against 59,904,000 in April, 1930. Revenue a pas- 
senger-mile averaged 2.579 cents, as against 2.809 cents in 
April, 1930. 

Freight revenue in April totaled $283,376,580, as against 
$345,362,709 in April, 1930. Revenue tons carried totaled 133,- 
991,000, as against 166,984,000 in April, 1930. Revenue a ton- 
mile averaged 10.93 mills, as against 10.98 mills in April, 1930. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 4 totaled 
667,879 cars, according to the car service division of the Amer- 
ican Railway Association. Due to the observance of Fourth of 
July, this was a decrease of 91,411 cars below the preceding 
week this year. It also was a decrease of 124,174 cars below 
the corresponding week last year and a reduction of 243,264 cars 
under the same week two years ago. 

Revenue freight loading by districts the week ended July 4 
and for the corresponding period of 1930 was reported as follows: 


Eastern district: Grain and grain products, 5,096 and 4,729; live 
stock, 1,311 and 1,602; coal, 25,509 and 29,500; coke, 972 and 1,578; 
forest products, 1,880 and 2,504; ore, 2,303 and 5,233; merchandise, 
is, ©. Ea, 352 and 55,693; misceilaneous, 60,366 and 72,401; total, 1931, 
149,789; 4986, 173,240; 1929, 202,160. 

Allegheny district: Grain and grain products, 2,350 and 2,577; live 
stock, 1,114 and 1,196; coal, 24,563 and 26,101; coke 2,132 and 4,761; 
forest products, 1,432 and 2,271; ore, 5,087 and 10,932: merchandise, 
L. C. L., 38,495 ‘and 42,835; miscellaneous, 50,101 and 70, 743; total, 1931, 
125,274; 1930, 161,416; 1929, 194,379. 

Pocahontas district: Grain and grain products, 169 and 235; live 
stock, 89 and 137; coal, 28,943 and 27,561; coke, 212 on 260; forest 
products, 711 and 1,123; ore, 56 and 478; merchandise, L. C. L., 5,283 
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oon. 5, cr pene, 5,683 and 6,248; total, 1931, 41,146; 1930, 41,930; 
19 46, 

Southern kt te Grain and grain products, 2,528 and 3,105; live 
stock, 788 and 1,188; coal, 12,558 and 14,230; coke, 305 and 494; so 
products, 8,357 and 21, 990; ore, 450 and 883; merchandis se, on 
31,016 and 32, 326; miscellaneous, 37,109 and 41, 059; total, {93% 93, 111; 
1930, 105,275; 1929, 118,932. 

Northwestern district: Grain and grain products, 5,291 and 6,648; 
live stock, 4,807 and 5,103; coal, 2,974 and 4,014; coke, 793 and 1,157; 
forest products, 5,599 and 8,073: ore, 19,635 ‘and 35, 798; merchandise, 
L. C. L., 28,084 ‘and 26,559; miscellaneous, 28,551 and 35, 343; total, 1931, 
90,684; 1930, 122,695; 1929, 143,366. 

Central’ Western district: Grain and grain products, 25,075 and 
23,460; live stock, 5,577 and 6,109: coal, 4,254 and 5,483; coke, 93 and 
180; forest products, 4,300 and 5,330; ore, 3, 092 and 2,188; merchandise, 
L. C. L., 25,653 and 28,429; miscellaneous, 44, 716 and 51, 658; total, 1931, 
111,760; "1930, 122,837; 1929, 136,294. 

Southwestern district: Grain and grain products, 7,182 and 7,451; 
live stock, 1,200 and 1,359; coal, 2,313 and 2,770; coke, 69 and 125; forest 
products, 2,616 and 5,086; ore, 296 and 521; merchandise, i. Bae 
12,653 and 13,107; miscellaneous, 29,786 and 34, 241; total, 1931, 56, 115: 
1930, 64,660; 1929, 69,457. 

Total, all roads: Grain and grain products, 47,691 and 48,205; live 
stock, 14,886 and 16,694; coal, 101,114 and 109,659; coke, 4,576 and 8,555; 
forest products, 24,895 and 36,377; ore, 29,919 and 56,033; merchandise, 
L. C. L., 188,486 and 204,837; miscellaneous, 256,312 and 311,693; total, 
1931, 667,879; 1930, 792,053; 1929, 911,143. 

Loading of revenue freight in 1931 compared with the two 


previous years follows: 


1931 1930 1929 

Five weeks in January.............. 3,490,542 4,246,552 4,518,609 
Four weeks in February... .......00% 2,835,680 3,506,899 3,797,183 
Vour weens in BMArch. .....ccccccsees 2,939,817 3,515,733 3,837,736 
POUE WOOO TE FP. 6 cccéccccceccace 2,985,719 3,618,960 3,989,142 
WiVG WOGEE 1 BERT .c0cccccascssceses 3,736,477 4,593,449 5,182,402 
WOOP WGN TA TUNG «6 o0cc ccc cicecccs 2,991,749 3,718,983 a 881 
NGG OF ED Weckciscccesdsatocscees 667,879 792,053 1,143 

NOE | hiv ck a Wackedinacasewcen aeunces 19,647,863 23,992,629 26,528,096 


HOCH-SMITH GRAIN TARIFFS 


The Trafic World Washington Bureau 


All tariffs needed to put into complete effect the rates or- 
dained in No. 17000, part 7, Hoch-Smith grain, it is believed, 
will be on the Commission’s files by the appointed day, ten 
days before August 1. As a matter of fact, two-thirds of them, 
it was believed, had been received by the Commission on or 
before July 15. 

The carriers, it is understood at the Commission, have 
taken the first steps toward an appeal to the Supreme Court 
of the United States of the case in which a three-judge court 
issued a restraining order for 60 days, which period expired 
on July 6, and which the court then dissolved. It is also under- 
stood that they will not seek a stay pending appeal by asking 
for a writ of supersedeas from a justice of the highest court, but 
will docket their appeal in the routine manner. 

Railroad traffic managers were able to file their tariffs so 
long in advance of the last day because while the Commission’s 
order was stayed they worked on the matter as if ultimately 
they would have to file the tariffs. Some of the attorneys ad- 
vised the filing of the tariffs before they made application for 
a restraining order. The traffic men, however, pointed out that 
if they did that they would have to file supplements after the 
court had acted. They suggested that while filing prior to 
application for a restraining order might be very courteous to 
the Commission and to the court, it would be an expensive ges- 
ture, the cost, in the case of the C. & N. W. alone, having been 
estimated at about $25,000. The actual printing of the tariffs, 
therefore, was delayed until after the court had dissolved the 
restraining order and the Commission had fixed August 1 as 
the effective date, on ten days’ notice. 


PASSENGER FARE COMPETITION 

The striving for passenger business between Chicago and 
the Twin Cities between the Chicago Great Western, on the one 
hand, and other lines serving the areas indicated, other than 
the Soo Line, have resulted in the suspension by the Commis- 
sion, in I. and S. No: 3624, of schedules filed by the Chicago 
Great Western proposing to permit the holders of week and 
excursion tickets to use parlor and sleeping car accommodations 
upon the payment of sleeping car and parlor car service charges. 
The Great Western’s I. C. C. No. 5439, carrying the proposal, has 
been suspended for seven months from July 10. 

This is the third suspension proceeding that has grown 
out of the competition between the two sets of carriers men- 
tioned. The Chicago Great Western has been a differential line 
between Chicago and the Twin Cities for a number of years 
and a like privilege has been accorded by the standard lines 
to the Soo Line. The Chicago Great Western, however, has 
been the active differential line for striving for passenger busi- 
ness. At present it maintains a week-end excursion fare of 
$10 for the round trip. It was in connection with that $10 fare 
that the Chicago Great Western proposed to extend the parlor 
and sleeping car privileges. Other Chicago-Twin Cities lines 
other than the Soo Line protested and procured suspension of 
the tariff mentioned. 








































Lev shar ie neghoaniall 


ett wok mr atta aan! si 3 











| 
: 


SOME annette tn matte saline RADA AMMAR HF oy SO 


cane be RIN Ren 8 


‘eeianbsatcs an. 


‘ 
Sere ee eee 


Peay Pa 


Ps 3 ea 


pst 


July 18, 1931 





The Traffic World 





PAGE 117 








Decisions of Interstate Commerce Commission 





COTTON CONCENTRATION 


The Commission, on reargument, in No. 18801, Arkansas Cot- 
ton Trade Association vs. St. L-S. F. et al., has affirmed the 
finding in the former report, 160 I. C. C, 338, that the concen- 
tration charge, 5 cents a hundred pounds, on cotton from points 
in southeastern Missouri and northeastern Arkansas and re- 
shipped to interstate destinations, is not unreasonable. The 
complaint has again been dismissed. The points at which the 
concentration charge is to be imposed are: Blytheville, Jones- 
boro, Leachville, Walnut Ridge and West Memphis, Ark., and 
Caruthersville, Hayti, Steel and Malden, Mo. Cotton is stopped 
at those points for grading and it may be compressed at such 
points as have compresses. The charge, however, is for the 
stoppage for the grading, conditioning, assembling different types 
into bales suitable for marketing, marking or other commercial 
purpose. Compression is for a transportation reason, that is, 
to save cars. 

Commissioners Eastman, Porter, Aitchison and Tate dis- 
sented. The former wrote views in which Commissioner Porter 
joined, while the others merely noted their dissents. Commis- 
sioner Eastman said that the majority failed to appreciate the 
distinction between compression and concentration. That, he 
said, was clear from their statement that the application of the 
charge assailed was in line with the suggestion of division 3 
in Compression, Concentration and Storage of Cotton, 91 I. C. C. 
472. He said that the suggestion of division 3 had to do with 
the floating of uncompressed cotton from one compress point to 
another compress point for compression at the second compress. 
Complainants, he said, did not have any objection to a charge 
for that service. The charge in issue, he said, was quite a dif- 
ferent thing. He said that there could be no justification for the 
different treatment accorded the district here considered unless 
transportation conditions there were substantially more unfavor- 
able than they were in the remainder of the cotton producing 
territory and he could see no such difference. 


CRUDE METHANOL RATES 


Fifth class rates on crude methanol (wood alcohol) have 
been approved by the Commission, division 4, in No. 22447, Wood 
Distillers’ Corporation et al. vs. N. Y. O. & W. et al., for con- 
tinuance in official classification territory. The complaint has 
been dismissed, rates on the commodity mentioned, in tank 
cars, from points in New York, Pennsylvania, West Virginia and 
Kentucky to Cadosia, N. Y., being found not unreasonable. 

The report, written by Commissioner Mahaffie, says the 
Commission has approved fifth class rates on commodities less 
valuable than crude methanol. The Commission said crude 
methanol was valued at about 5.5 cents a pound or 38.5 cents a 
gallon. Complainants alleged the fifth class rates were unrea- 
sonable to the extent that they exceeded 80 per cent of the con- 
temporaneous sixth class rates, or 22.5 per cent of the first class 
rates. There are some commodity rates lower than fifth class. 
The Commission said that the record did not establish that the 
volume of the movement between any particular points was 
sufficiently heavy to warrant requiring the railroads to estab- 
lish rates on other than the class basis. On the contrary, it 
said, in so far as the volume of movement was concerned, the 
class rates would appear to be particularly appropriate for this 
traffic, involving, as it did, shipments from scattered points, 
with no considerable volume from any one point. 

Commissioner Eastman wrote a concurring view based on 
the assumption that when the eastern class rates became effec- 
tive, the rates on crude methanol would be adjusted so that in 
no instance would they exceed the prevailing fifth class basis. 
Anything in excess of 35 per cent of first class, he said, would 
be too high. 


OLD WIRE ROPE TROUBLES 


The Commission, by division 3, in No. 23248, Sonken-Calamba 
Corporation vs. C. R. I. & P. et al., dealt with troubles caused 
by the erroneous billing of a carload of old steel wire rope 
from Kansas City, Mo., to Manhattan, Kan., and then from 
Manhattan, Kan., to Sands, Mo., back through Kansas City. It 
found that the shipment from Kansas City to Manhattan, 
although from one state to another, to have been a local move- 
ment. When the same car was returned from Manhattan 


through Kansas City to Sands, Mo., it found the shipment to 





have been a through movement. It found the applicable rates, 
that the shipment was undercharged and then dismissed the 
complaint. 

The shipper contended that the commodity shipped, in fact, 
was scrap iron. But the Commission disagreed with that view 
of the matter. It said that the applicable rates were the fifth 
class of 29.5 cents from Kansas City to Manhattan and the 
joint fifth class rate of 55 cents from Manhattan to Sands and 
that the shipment was undercharged. 








PARCEL POST INCREASES 


The Commission, in No. 24092, proposed changes in rates 
affecting parcel post fourth class matter, has consented to pro- 
posal of the Postmaster-General to increase the limit of size of 
parcel post matter to 100 inches, length and girth combined; 
to the establishment of a minimum charge for parcels measuring 
over 84 combined inches equal to the zone charge on a ten- 
pound parcel, and to an increase in the limit of weight for 
parcels to 70 pounds for deliveries in zones 4 to 8, inclusive. 
The 70-pound limit at present attaches to parcels not moving 
beyond the first three zones, a distance of about 300 miles. 

The Postmaster-General estimates that the changed limits 


‘will result in an addition of $3,500,000 in revenue on account 


of the increase in size of parcels accepted for transportation 
and $1,500,000 on account of the increase in the weight limit 
of parcels going to the more distant zones. He proposed the 
changes as part of a scheme for reducing, if not wiping out, a 
parcel post deficit, which, he estimated, was $15,570,730 in the 
fiscal year 1930. 

Commissioner Tate, who wrote the report, said that the 
express companies contended that the present limits on parcel 
post packages were higher than those required by a reasonable 
parcel post service and that they were in a large measure 
responsible for the deficit. They also asserted, said the report, 
that a large part of the parcel post traffic was competitive with 
express and that a considerable portion consisted of traffic 
diverted from the latter by a gradual extension of size and 
weight limits. Further extension, the express companies con- 
tended, would result in further diversion of long-haul, heavy 
and bulky traffic. 

“As to the fact of competition and diversion of traffic, there 
is no doubt,” said Commissioner Tate. “The extent of the diver- 
sion is another matter. No adequate figures as to this are 
available. It is not possible on this record to approximate how 
much of the present express traffic might be affected by the 
proposed changes.” 

Commissioner Tate said there was no estimate as to the 
amount by which the cost of performing parcel post service 
might be increased as a result of handling parcels of greater 
size. It was admitted, he said, that transportation costs, par- 
ticularly for railroad transportation, would be increased for the 
larger size of parcels, the railroads being paid on the space 
basis. The increased cost to the Post Office Department for 
railroad transportation, he said, would be offset to some extent 
by the department’s establishment of a minimum charge on 
parcels measuring more than 84 combined inches. The extent 
to which costs would be increased, Commissioner Tate said, 
could be determined only from tests of actual operation. He 
said the same was true of the cost items that varied according 
to the weight transported. 

Commissioner Tate said there was no doubt that the present 
restrictions upon mailability prevented the shipment of many 
articles which otherwise would be offered and that the increase 
in size and weight limits would promote the service to the public. 

“Whether all of such articles are desirable for transporta- 
tion by parcel post from the point of view either of size or 
weight is another question,” said Mr. Tate. “There has been 
nothing presented to us to show that it is undesirable for the 
department to handle larger and heavier packages than it now 
handles.” 

The Post Office Department, the report said, stated that a 
considerable increase in parcel post shipments would result 
from the extension of size and weight limits; that the facilities 
of the service were adequate to handle it; that the additional 
expense to be incurred would not be excessive and that a 
sufficient increase in revenue would result. The report said 
there was sufficient evidence to show that the position taken 
by the department was justified, at least to an extent which 
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would warrant trying out the effects of the proposed extensions. 
The lack of additional evidence, Commissioner Tate said, did 
not in this instance furnish substantial ground for withholding 
of the Commission’s consent. Therefore, said the report, the 
Commission, in the exercise of the discretionary power vested 
in it by the statute, hereby gave its consent to the proposed 
changes in size and weight limits. 

The phase of the case covering increases in rates will be 
covered in a later report. That part of the case was severed 
from the size and weight limit proposals disposed of in this 
report. Additional hearings are to be had on the rate part of 


the case. 
Parcel Post Campaign 


“The Post Office Department has started an intentive cam- 
paign to make the American people parcel-post minded,” says 
a statement issued by the department. 

“Following the decision of the Interstate Commerce Com- 
mission granting authority to the Postmaster-General to increase 
the limit of size and weight of parcels carried in the mails, a 
plan of education has been mapped out by postal officials which, 
it is hoped, will result in a much more extensive use of the 
fourth class mail privileges. It is also anticipated that the 
increased parcel post business which is expected to result from 
this campaign will materially reduce, if not actually wipe out, 
the deficit at present resulting from the handling of this class 
of mail.” 

Continuing, the department says: 


‘The first step in this direction has been the appointment of parcel 
post supervisors at sixty of the largest postoffices throughout the 
country. It will be the duty of these officials to come in contact 
with the public, to offer suggestions to shippers and to hear com- 
plaints with a view to increasing the use of the parcel post mail 
facilities. A parcel post rate guide has been prepared and will be 
in possession of the local postmasters at those centers for distribu- 
tion to all mailers. This guide will show the parcel post rates at a 
glance from the point of origin to the several trade areas with which 
shippers have business connections. 

Classes in civics in the schools and colleges throughout the country 
are to be instructed in the proper manner to wrap, pack and address 
their packages with a view to wiping out the economic loss occasioned 
every year through improperly wrapped and addressed matter han- 
died under the fourth class mail privileges. 

Telephone companies throughout the country are preparing to 
cooperate with the postoffice department in ‘“‘selling’’ the parcel post 
privileges to the public. In each directory issued by them there will 
be a section in the classified portion devoted to postal information, 
definite and complete. In addition, publishers of city directories 
have promised to aid the department in making available postal in- 
formation throughout the nation. Through these two agencies alone, 
it is hoped to place in every American home complete information 
on the postal service of the government with the expectation that 
such data will result in a more general use of not only the parcel 
post but of other classes of mail matter. 

Postmasters throughout the country are advised to make use of 
the radio in spreading postal information throughout their respective 
sections of country. The cooperation of farm journals and farm 
advisers in this work has also been promised the department. 

Rural letter carriers have been instructed to make known to 
the patrons of their routes the desirability of the farm-to-table serv- 
ice furnished through the operation of the parcel post system. 

That the operation of the parcel post service is regarded as one 
of the most important branches of the post office department is 
evidenced by the fact that last December Postmaster General Brown 
appointed Jess C. Harraman, as director of parcels post. For some 
years Mr. Harraman had been a senior examiner in the Intersttae 
Commerce Commission, having had a lifetime experience in various 
capacities with railroads, express companies and as traffic director of 
a commercial company. Mr. Harraman’s experience with transporta- 
tion organizations has proven most valuable and has served to in- 
troduce new views to the problems of originating traffic and the 
collection, distribution and delivery of parcel post. At the direction 
of Postmaster General Brown, the parcel post division has taken a 
more prominent place among the other permanent and important 
branches of the postal service. 


In the fall of 1929 the postmaster general called a conference of 
mail users at which the matter of extending the dimension and 
weight limits of parcel post was discussed. At this meetnig, which 
was presided over by Frederic A. Tilton, third assistant postmaster 
general, representatives of all organizations interested in parcel post 
were given an opportunity to be heard. Chester Gray, representing 
the American Farm Bureau Federation, spoke in behalf of the farmers 
of the country. 

As the result of this conference, the changes which have just been 
authorized by the Interstate Commerce Commission, both as to the 
increase in the limit of size and weight of parcels, were agreed upon. 
It was pointed out at this gathering that the changes then advocated 
would undoubtedly result in a more extensive use of the parcel post 
service. 





HOCH-SMITH LIVE STOCK 


The Commission, in No. 17000, part 9, Hoch-Smith live stock, 
western district rates, opinion 16906 (176 I. C. C. 1-193), has 
prescribed rates, weights and rules on edible live stock through- 
out the western district, effective not later than October 17. 
The Commission adopted the scales recommended by Exam- 
iners Stiles and Parker in their proposed report. It modified 
the examiners’ recommendation with respect to sheep in double- 
deck cars by making the rates on sheep so loaded the same 
as the rates on cattle. The Commission also departed from 
the recommendations of the examiners by prescribing only one 
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minimum weight in Mountain-Pacific territory—namely, 24,000 
pounds. 

The report abolishes the long continued district between 
Western Trunk Line and Southwestern territories and results 
in an increase in Western Trunk Line estimated at from eight 
to ten per cent and a reduction of about six per cent in South- 
western. In Mountain-Pacific, it is estimated, the increases and 
reductions about balance each other. Stocker and feeder rates 
are not to exceed 85 per cent of the rates on fat cattle. 


COMMISSION REPORTS 


Steam Boilers 


No. 23021, Wickes Boiler Co. vs. C. M. St. P. & P. et al., 
and a sub-number, Same vs. C. & N. W. et al. By division 4. 
Rates charged, steam boilers, Saginaw, Mich., to Hartford and 
Appleton, Wis., applicable. Rate to Hartford unreasonable to 
the extent it exceeded 37 cents. Reparation of $42.58 awarded. 
Rate, Saginaw to Neenah, Wis., inapplicable. Applicable rate 
found to have been unreasonable to the extent it exceeded 28 
cents. Reparation of $128.20 awarded. 


Bituminous Egg Coal 


No. 23174, F. S. Martin & Co. vs. A. T. & S. F. et al. By 
division 5. Rate, carload of bituminous egg coal, Cary, Ky., to 
Fort Madison, Ia., applicable and not unreasonable. Shipment 
misrouted by the Elgin, Joliet & Eastern. Rate that should 
have been paid was $4.15 a net ton. Reparation of $40.19 
awarded. 

Rough Lumber, Etc 


No. 23225, Egyptian Time & Timber Co. vs. B. & O. et al. 
By division 3. Dismissed. Rates, rough lumber and _ other 
sawed timber, Mill Shoals, Ill., to Gary, Ind., and other Indiana 
points in the Chicago, Ill., switching district, not unreasonable 
or otherwise unlawful. 


Petroleum Products 


No. 23622, Grant Cooperative Oil Co. vs. A. T. & S. F. et al. 
By division 3. Rate, gasoline and other refined petroleum prod- 
ucts, Casper and Glenrock, Wy., to Grant, Neb., not unreason- 
able or in violation of the fourth section. Rate, like traffic, Colo- 
rado, Tex., to Grant not shown unreasonable, but rates, points 
in Kansas and Oklahoma to Grant unreasonable to the extent 
they exceeded or exceed rates prescribed from and to the same 
points in Porter Oil Co. vs. A. T. & S. F., 172 I. C. C. 407. Rates 
prescribed in that case from Kansas and Oklahoma points were 
49 and 52.5 cents, respectively. Reparation awarded. Commis- 
sioner Lee dissented, saying he could not agree with the ma- 
jority that a rate of 45 cents to Grant from Casper and Glenrock, 
Wyo., was not unreasonable. 


Potatoes 


No. 24029, W. B. Northrup Co. vs. D. & R. G. W. et al. By 
division 3. Refrigeration charge, $65, carload of potatoes, Mack, 
Colo., to Chicago, I[ll., inapplicable. Applicable charge $29.60. 
Reparation of $35.40 awarded. Chairman Brainerd noted a dis- 


sent. 
Old Steel Rails 
No. 23910, Rinehart & Dennis Co. vs. Greenville & Northern 
et al. By division 3. Dismissed. Rate, old steel railway-track 


rails, Marietta, S. C., to Blue Ridge, Ga., not unreasonable. 
Wood Canvas Slats 


No. 23695, Piqua Handle & Manufacturing Co. vs. A. T. & 
S. F. et al. By division 5. Rate, wood canvas slats, used to 
stiffen canvas conveyor belts in harvesting and binding ma- 
chines, in the rough and in the white, Piqua, O., to East Moline, 
Ill., unreasonable to the extent it exceeded or may exceed 25 
cents; also to the extent the rate for the future may exceed 
the contemporaneous rate on lumber from Piqua to East Moline. 
Reparation awarded. New rate to be effective not later than 
October 12. Commissioner Mahaffie dissented, being of the opin- 
ion that the rates charged were not more than maximum reason- 
able ones. 


Potatoes 


No. 23194, D. E. Ryan Co. vs. C. & N. W. et al. By division 
3. Rates, potatoes, points in Wisconsin, Minnesota and the 
Dakotas to destinations in Kentucky on parts of the Cincinnati 
and Kentucky divisions of the L. & N., the C. N. O. & T. P. 
between Cincinnati and Lexington, and the Southern east of 
Louisville to and including Lexington and including the George- 
town-Versailles branch, not unreasonable in the past, but unrea- 
sonable for the future to the extent they may exceed, from the 
Aberdeen, S. D., group, 27.5 per cent of the present first class 
rates from Madison, Wis., plus 19 cents. As to rates for the 
future from the other origin groups the Commission affirmed 
its findings in No. 21218, Leonard, Crosset & Riley, Inc., et al. 
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vs. A. C. & Y. et al., decided April 14, 1931. 
effective not later than August 23. 


Asbestos Shingles and Nails 


No. 23402, Eternit, Incorporated, vs. N. O. & N. E. et al. By 
the Commission. Charges beyond Jacksonville, Fla., mixed car- 
load, hard asbestos shingles and nails, New Orleans, La., to West 
Palm Beach, Fla., inapplicable. Applicable rates found to be a 
class M rate of $3.27 a net ton, minimum 36,000 pounds, on the 
shingles and a sixth class less-than-carload rate of 73.5 cents on 
the nails. Applicable rates not unreasonable. Reparation of 
$94.32 awarded. Commissioner Mahaffie dissented. In his opinion 
a commodity rate of 34 cents on prepared roofing was applicable 
beyond Jacksonville. 


New rates to be 


Fuel Wood 


No. 23592, Meridian Traffic Bureau vs. A. T. & N. et al. By 
division 3. Rates, fuel wood, points in Alabama to Meridian, 
Miss., unreasonable for the future to the extent they may exceed 
8 cents from Lisman, 9 cents from Land and Bogueloosa, and 9.5 
cents from Toxey, one cent of the rates named to accrue to the 
A. T. & N. as an arbitrary. New rates to be effective not later 
than October 12. 


NORTHERN PACIFIC CONSTRUCTION 


The Commission, by division 4, in Finance No. 7707, North- 
ern Pacific Railway Co. construction, has authorized that carrier 
to build and operate a branch line from a point on its Redwater 
branch near Woodrow, to Bloomfield, approximately 24 miles, 
in Dawton county, Montana. The cost of the extension is esti- 
mated at about $720,000. It would serve a farming community. 
The distances across the area to be served between existing 
railroads, the report said, varied from 26 to 42 miles. The 
Great Northern operating a branch line north of the territory, 
and the Chamber of Commerce of Richey, Mont., the western 
terminus of the Northern’s branch, opposed this construction. 


CAROLINA RAILROAD ABANDONED 


The Commission, by division 4, in Finance No. 8606, Caro- 
lina Railroad Co. abandonment, has authorized the carrier men- 
tioned to abandon as to interstate and foreign commerce, its 
entire line of railroad in Lenoir and Greene counties, North 
Carolina, and to abandon operation under trackage rights over a 
connecting line of the Norfolk Southern. The owned line to be 
abandoned is about 13.26 miles long, and the trackage right 
distance is about 3 miles. The timber in the territory served 
by the little railroad, according to the report, has become prac- 
tically exhausted. Opposition to abandonment was presented 
by persons living along the line. The Commission said there 
was no hope of any material increase in traffic unless the ap- 
plicant recover that which was formally taken from it through 
the general use of trucks. The Commission could see no hope 
for recovery of that business. 


NEW HAVEN INDUSTRY TRACKAGE 


The Commission, by division 4, in Finance No. 8857, Sea- 
view Avenue Industrial Railway of the Stanley Works aban- 
donment of operation, and Finance No. 8858, N. Y. N. H. & H. 
R. R. Co. operation, has approved the arrangement between 
The Stanley Works and the New Haven, whereby the former 
abandons the operation of its industrial railway and the New 
Haven takes over operation under trackage rights, which, at 
the option of the New Haven, may be converted into a propri- 
etary right. The industry arranged for the transfer on its be- 
lief that the New Haven could operate the property more 
economically and efficiently. 


By main line a little more than one mile long the industry 
road connects the industry, situated at Bridgeport, Conn., with 
the New Haven’s East Bridgeport yard. Ten other industries 
are situated upon the industry road, which has about a mile and 
a half of sidings and tracks other than its main line. 


The industry did not keep separate books on its railway 
property until a few years ago. It showed a net income from 
the operation of the road of nearly $7,000 in 1929 and a little 
more than $1,600 in 1930. 


Under an agreement to remain in force for 10 years and 
more, unless canceled upon a year’s notice, the New Haven 
agrees to operate the road, while the owner keeps the tracks 
and electric wires for overhead operation in repair, pay taxes 
and pay the New Haven $1,500 a year for the services performed 
by the latter. The New Haven is also to keep all the revenue 
accruing from traffic moved under tariffs. The industry agrees 
to sell its property to the New Haven for $1, provided that the 
latter agrees to continue operation of the line and thereby re- 
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lieve the industry from further maintenance and other expenses, 
when the New Haven elects to ask for title to the property. 


B. & O. CONTROL OF ALTON 


The Commission, in Finance 8657, Alton Railroad Company 
acquisition and stock issue, and the case joined with it, has 
authorized the acquisition and/or operation by the Alton Rail- 
road Company of the lines formerly constituting the Chicago & 
Alton system and the acquisition by the Alton Railroad Com- 
pany of control of the Louisiana & Missouri River Railroad 
Company and the Kansas City, St. Louis & Chicago, by pur- 
chase of capital stock and under lease, and of the Joliet & 
Chicago Railroad Company under lease. 

It has authorized the Baltimore & Ohio to acquire control 
of the Alton by purchase of capital stock. The permission to 
acquire and operate is under the terms and conditions proposed 
by the Baltimore & Ohio, which the Commission found to be 
just and reasonable. 


RELIEF OF NEW ENGLAND ROADS 


The mutual savings banks of Massachusetts today adopted 
a definite plan of relief for the New England railroads. At a 
meeting in ‘Boston Myron F’. Converse, chairman of a special 
committee of the state’s savings bankers and president of the 
Worcester Five Cents Savings Bank, presented a detailed study 
of consolidations as they affect the territory. This report, 
adopted in whole by the executive committee of the savings 
bankers, recommended as follows: 


1. We believe—contrary to 
the New England Governors’ 





the general tenor of the report of 
Railroad Committee—that the interests 


of New England would be best served by a complete extension 
through its territory of the proposed four-party trunk lines system 
of the North Atlantic states. This extension in substance would 
encourage the control by the Pennsylvania Railroad Company of 


New York, New Haven & Hartford 
2. The Baltimore & Ohio Railroad 
cess by rail to the port of Boston. 

3. The Chesapeake & Ohio Railroad Company-Nickel Plate should 
enjoy entry into New England over Boston & Maine Railroad Com- 
pany lines. 

4. The New York Central Railroad Company and the Canadian 
railways including the Canadian Pacific Railway should continue to 
enjoy their present privileges. 


the System, 


Company should enjoy ac- 


We arrive at these conclusions believing that New England 
industrially would be better stabilized _ through such competitive 
service, and that the credit of New England railroads would be 


strengthened through the proposed combinations. 


B. & O. CONTROL OF W. M. 


The Commission, by an order in No. 21032, Interstate Com- 
merce Commission vs. Baltimore & Ohio Railroad Co., has ex- 
tended to January 13, 1932, the time within which the company 
shall divest itself of all capital stock of the Western Maryland 
Railway Co. The order provides that, within such extended 
period, the Baltimore & Ohio shall transfer its Western Mary- 
land stock to a trustee, said trustee and the terms and condi- 
tions of the trusteeship to be first approved by the Commission. 

In this Clayton act proceeding the Baltimore & Ohio was 
ordered to divest itself of its Western Maryland stock. The 
period within which it should do that has been extended from 
time to time on petition of the Baltimore & Ohio. 

With a trustee holding the stock, final disposition thereof 
may not be made until the consolidation situation in the east 
has been clarified. Under the four-party plan being worked out 
by the eastern rail executives, the Western Maryland would go 
to the Baltimore & Ohio. The Commission, if it approved the 
four-party plan, could lift its Clayton act order and permit the 
Western Maryland to be made a part of the Baltimore & Ohio 
system. 





FINANCE APPLICATIONS 


Finance No. 2051, Sub. No. 6. Application of Baltimore & Ohio 
Railroad Co. for permission for various officers to hold the position 


of director and/or officer of the Alton Railroad Co., of which the 
applicant seeks to acquire control in another finance proceeding. 
Finance No. 2677. Sub. No. 8. Application of Daniel Willard, 


president of Baltimore & Ohio Railroad Co., for authority to hold posi- 


tion of director and/or officer of the Atlon Railroad Co., control 
of which is sought by the Baltimore & Ohio in Finance No. 8657, 
pending before Commission. 

Finance No. 8909. Pere Marquette Railway Co. asks authority 


to acquire control of the Manistee & Northeastern Railway Co., by 
acquisition of all its capital stock and by lease of its lines of rail- 
road and other properties operated by it: The Manistee & North- 
eastern operates approximately 95 miles of main line, of which 71 
miles, consisting of the line from Manistee to Traverse City, Mich., 
is owned in fee by the Manistee, and 24 miles, consisting of line from 
Northport to Hatchs Crossing, Mich., owned by the Leelanau Tran- 
sit Co. and operated by the carrier under lease. The applicant has 
contracted to purchase the 11,037 shares of capital stock of par value 
of $100 each of the carrier for $497,297.23. Applicant said the Manistee 
was on of the short line railroads which had been allocated to the 
Chesapeake & Ohio-Nickel Plate system No. 6 of which the applicant 
was now a part. 

Finance No. 8910. Marinette, Tomahawk & Western Railroad Co. 
asks authority to abandon approximately 13 miles of line from Somo 
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Junction, to the east line of section 17, in township 34, north, of 
range 4 east, in Lincoln county, Wis. 

Finance No. 8911. Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. asks authority to surrender on September 1, 1931, to the 
Guaranty Trust Co. of New York, trustee, $12,500,000 of series ‘‘A’’ 
6 per cent bonds now represented by temporary bond without coupons 
in bearer form for cancelation; and to issue in place thereof on that 
date a like amount of applicant’s first refunding mortgage 5% per 
cent bonds, series B, to be held in applicant’s treasury until further 
order of the Commission. : 

Finance No. 8907. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co., asks authority to issue and deliver to the Pennsylvania 
Railroad Co. in partial reimbursement of indebtedness, $4,280,000 of 
general mortgage 4% per cent bonds. The Pennsylvania has asked 
authority to guarantee the bonds. 

Finance No. 8901. Nicholas, Fayette & Greenbrier Railroad Co. 
asks authority to acquire lines of railroad and other properties of 
Sewell Valley Railroad Co., Loop & Lookout Railroad Co., and 
Greenbrier & Eastern Railroad Co., and to issue not exceeding $8,000, - 
000 of additional common capital stock and to assume obligation and 
Babsity in respect of the payment of the principal and interest on 
$300,000 of first mortgage 5 per cent gold bonds of the Sewell Valley. 
The Chesapeake & Ohio Railway Co. and the New York Central Rail- 
road Co. ask authority to acquire control of the Sewell Valley, Loop 
& Lookout, and Greenbrier & Eastern, under lease, upon their acquisi- 
tion by the Nicholas, Fayette & Greenbrier. The Sewell Valley, Loop 
& Lookout and Greenbrier & Eastern are now jointly controlled by the 
Cc. & O. and N. Y. C. The purpose of the applicants is to bring the 
lines involved directly under the control of one corporation, the 
applicant, and of the parties interested in their operation, the C. & O. 
and the N. ¥. C. 

Finance No. 8902. Cleveland & Pittsburgh Railroad Co. asks 
authority to issue and deliver to the Pennsylvania Railroad Co. 
$3,126,000 of general and refunding mortgage 4% per cent gold bonds 
and the Pennsylvania asks authority to guarantee them. 

Finance No. 8903. Illinois Central Railroad Co. and Chicago, St. 
Louis & New Orleans Railroad Co. ask authority to abandon the Troy 
branch from Moffatt to Troy, Tenn., about 4 miles. 

Finance No. 8904. Yazoo & Mississippi Valley Railroad Co. asks 
authority to abandon line from Boyle to Dockery, Miss., about 4 
miles. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8848, authorizing the Oregon 
Short Line Railroad Company to abandon a branch line of railroad 
in Lincoln county, Wyo., approved. 

Supplemental report and second supplemental order in F. D. No. 
6207, modifying order of May 25, 1927, to permit the application by 
the Fairport, Painesville & Eastern R. R. Co. to the cost of con- 
structing an extension of the applicant’s line of railroad from Madison 
to the Harpersfield shale beds, in Lake and Ashtabula counties, Ohio, 
of the unexpended proceeds of $800,000 of first-mortgage 6 per cent 
gold bonds, series A, therein authorized to be issued, previous report 
124 I. C. C. 599, approved. 


COMMISSION ORDERS 


No. 23067, Magnavox Co. A. T. & S. F. et al. Complainant’s 
petition for rehearing or reconsideration denied. 

No. 23261 (and Sub. 1), Atlas Tack Corporation et al. vs. A. C. 
& Y. et al. and 23933, Morse Rogers Steel Co. et al. vs. B. & O. et 
al. Petition of complainants and interveners in Nos. 23261 and 23933 
for rehearing and/or argument before entire Commission, denied. 

No. 23709, Smith Brothers, Inc., et al. vs. L. & N. et al. Second 
petition of T. & N. O. for modification of order in this case so as 
to eliminate therefrom that carrier, denied. 

No. 22364, S. J. Peabody Lumber Co. vs. N. Y. C. & St. L. et al. 
Complainant’s petition for reconsideration, denied. 

No. 22258, J. W. Edgerly & Co. vs. C. B. & Q. et al. Proceeding 
reopened for further hearing under shortened procedure solely for 
purpose of permitting proof of damage occasioned by the violation 
of the aggregate-of-intermediates provision of the fourth section of 
the act. 

No. 22598, Interstate Amiesite Co. vs. A. C. & I. et al. Petition 
of defendants for reopening, reconsideration, and other relief denied. 

No. 24407, Armour & Co. vs. A. C. & Y. et al. Motion filed on 
behalf of D. & H. Railroad Corporation for severance overruled. 

I. & §S. 3517, furnishing cars at variance with shippers’ orders 
(two for one rule, etc.), from, to and between points in southwestern 
territory. Petition of certain protestants for modification of findings 
and order herein denied. 

Fourth Section Application No. 14168, naval stores from southern 
points. Petition filed by J. E. Tilford, B. T. Jones and W. S. Curlett, 
agents, jointly, for and on behalf of carriers parties to I. & S. 3253, 
naval stores from southern points, 167 I. C. C. 666, and other carriers 
parties to Agent J. H. Glenn’s Tariff I. C. C, A698, for a further post- 
poinement of effective date of Fourth Section Order No. 10455, Naval 
stores from southern points, entered September 29, 1930, in said 
application No. 14168, as modified and amended by supplemental 
order entered March 11, 1931, denied, sufficient justification not hav- 
ing been shown. 

No 15584, Sinclair Refining Co. et al. v. A. & W. et al. and cases 
grouped therewith. Effective date of order of October 7, 1930, is 
further postponed to October 26, 1931. 

No. 15823, Duluth Chamber of Commerce vs. C. & N. W. et al. 
Petition by G. N. for authority to establish reduced rates on butter, 
eggs, and poultry from indicated origins in state of Minnesota to 
Chicago, Ill., denied. 

No. 18635, In the matter of application of G. N. for an order re- 
quiring N. P. to grant G. N. the use of certain terminal facilities at 
Seattle, Wash. Petition filed on behalf of N. P. for rehearing and 
reconsideration denied. 

No. 13535, Consolidated Southwestern Cases, et al. Order entered 
June 1, 1931, reopening said proceedings for further hearing upon the 
question of lawful carload rates and minimum weights for applica- 
tion to the transportation of “salt, calcium and phosphate, combined, 
in bulk, or in bulk in bags, barrels, boxes or pails’’ and of ‘‘mineral 
mixtures for animal and poultry feeding’’ between points embrcaed by 
said proceedings, is vacated and set aside. 

No. 18364, Georgia Public Service Commission vs. A. C. L. Motion 
of intervener, Wilson Lumber Co., that defendant be required to 
furnish information showing number of cars of logs transported by 
it intrastate in Florida during the years 1926, 1927 and 1928, and 
revenue received by it for such transportation, denied. 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al., and 
cases grouped therewith. Petitions filed by certain defendants and 
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by Illinois Coal Traffic Bureau, intervener, for vacation of order en- 
tered herein on April 1, 1931, and for further consideration of these 
proceedings, denied. 

No. 22850 (and Sub. 1), Swift & Co. vs. A. & V. et al. Petition 
of complainants for rehearing, reargument, and modification of order 
entered herein on April 22, 1931, denied. 

No. 24485, Northrup, King & Co. et al. vs. C. M. St. P. & P. et al. 
Board of Railroad Commissioners of State of North Dakota permitted 
to intervene. 

No. 24467, Osborn Oil Co. et al. vs. C. B. & Q. et al. Shell 
Petroleum Corporation permitted to intervene. 

Fourth Section Application No. 14280, Cotton sheets and pillow 
cases from Sand Springs, Okla. Petition filed by F. A. Leland, for 
and on behalf of carriers parties to Johanson’s Tariff I. C. C. 2008, 
for reopening, reconsideration and modification of Fourth Section 
Order No. 10575, Cotton sheets and pillow cases from Sand Springs, 
Okla., entered March 17, 1931, in this application No. 14280, denied, 
sufficient justification not having been shown. 

No. 22940, Sayles Finishing Plants, Inc., et al. vs. A. & R. et al. 
Complainants’ petition for reopening and argument before whole 
Commission denied. 

No. 24395, Middle Creek vs. B. & O. et al. Motion of defendants 
to dismiss complaint sustained and complaint dismissed. 

No. 16613 (Sub. 1), The Grand Forks Commercial Club vs. A. & 
W. et al. Order further modified to become effective December 3, 
1931, on statutory notice. 

No. 22488, International Paper Co. vs. A. G. S. et al. and cases 
grouped therewith. Petition of complainants for entry and issuance 
of an order requiring publication of rates prescribed in decision 
herein denied. 

No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. 
et al. and cases grouped therewith. Petition of defendants and re- 
spondents in southern territory denied in so far as it seeks post- 
ponement of effective date of order. 

No. 14859 et al., Southern Produce Co. et al. vs. D. & P. S. et al. 
Petition for southwestern rail carriers for amendment of Commis- 
sion’s order herein effecting elimination of named Texas points 
from operation denied. 

No. 23093, Sub. 18, A. W. Wendt et al. vs. A. T. & S. F. et al. 
Shell Petroleum Corporation permitted to intervene. 

_No. 21624, Hinde & Dauch Paper Co. vs. A. C. & Y. et al. Com- 
plainant’s second petition for reconsideration, further hearing and 
reargument denied. 

No. 22206, et al., Penn Oil Co. vs. A. T. & S. F. et al. Requests of 
complainant and defendants for argument denied. 

No. 21744, Borden Co. et al. vs. Erie et al. Defendants’ petition 
for reopening and reconsideration denied. 

No. 23644, Corso & Lo Bianco et al. vs. Southern et al. Complain- 
ants’ petition for rehearing denied. 

No. 23927, Nassau Smelting & Refining Works, Ltd., vs. Rutland 
et al. Complainant’s petition for rehearing and oral argument denied. 

No. 21944, Colorado Animal By-Products Co. vs. C. B. & Q. De- 
fendant’s petition for rehearing, reargument or reconsideration and 
postponement of effective date of order denied. 

No. 23127, Tobacco Merchants’ Association of United States vs. 
A. T. & S. F. et al. Complainant’s petition for reconsideration and 
reargument denied. 

No. 23027, Republic Creosoting Co. vs. Camas Prairie et al. Com- 
plainant’s petition for reconsideration and reargument denied. 

No. 23161, American Oil Co. vs. Southern et al. Complainant’s 
petition for rehearing denied. 

No. 22219, Seele Bros. Grain Co. vs. C. & A. et al. Proceeding 
reopened for rehearing. 

No. 20945, et al., Ware Bros. Agency vs. C. & A. et al. Petition of 
defendants for reargument and reconsideration denied. 

No. 23220, Solar Refining Co. vs. A. T. & S. F. et al. Complain- 
ant’s petition for reconsideration, reargument or modification of find- 
ings denied. 

No. 23182 (and Sub. 1 and 2), Simmons Co. vs. C. & N. W. et al. 
Complainant’s petition for rehearing denied. 

No. 23259, J. S. Cosden, Inc., vs. A. T. & S. F. et al. Com- 
plainant’s petition for rehearing or reconsideration denied. 

No. 21228 (and Sub. 1), Creomulsion Co., Inc., vs. Southern, and 
No. 22498, Obear-Nester Glass Co. vs. Southern. Proceedings re- 
opened for further hearing at such time and place as Commission 
may hereafter direct. 

No. 22913, South River Lumber Co., Inc., vs. N. & W. et al. 
Complainant’s petition for rehearing and reargument denied. 

No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et al. 
and No. 23030, West Virginia Brick Co. vs. A. S. et al. Proceedings 
reopened for reconsideration. 

No. 20457, John E. Booth Lumber Corporation vs. C. V. et al. 
Defendants’ petition for further hearing denied. 

No. 21655 (and Sub. 1), Traffic Bureau, Aberdeen Chamber of 
Commerce, et al. vs. C. M. St. P. & P. et al. and No. 22084, Albert 
Dickinson Co. vs. C. & N. W. et al. Petitions of complainants and 
certain interveners for an order requiring establishment on short 
notice of rates on sweet clover seed, carloads, denied. 

No. 24326, Nebraska State Railway Commission vs. C. B. & Q. 
et al. Northwestern Retail Coal Dealers’ Association permitted to 
intervene. 


R. F. & P. RECAPTURE CASE 


Apparently the Commission will have to bring suit to re- 
cover the recapturable excess income found due the government 
from the Richmond, Fredericksburg & Potomac Railroad in 
Finance No. 3898. (See Traffic World, April 25, p. 1009.) The 
Commission ordered that the carrier pay $222,319.35 for 1922 
and $474,386.33 for 1923 within 90 days from April 7. The pay- 
ments have not been made. Refusal of the company to pay puts 
the burden on the Commission of instituting the litigation in 
which its decision will be tested in the courts. In the O’Fallon 
recapture case the carrier brought suit to have set aside the 
Commission’s order requiring it to pay excess income and was 
successful. The R. F. & P. recapture decision was the first 
by the Commission since the Supreme Court rejected the O’Fal- 
lon decision on the ground that the Commission had not consid- 
ered cost of reproduction, and the commission in the R. F. & P. 
case made an effort to consider and give weight to that element 
of value. 
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Proposed Reports in I. C. C. Cases 





SECTION 154A AND FOOD RATINGS 


Referring to the application of the railroads for a 15 per 
cent increase in rates as a “crude rehabilitant” for their im- 
paired revenues, Examiners W. A. Hill and C. G. Jensen, Jr., in 
a proposed report in I. and S. No. 3569, classification ratings on 
food products, less-than-carloads, packed in glass, between points 
in Official and Illinois classifications, have recommended that 
the Commission forbid reductions in the ratings on food in glass 
containers to the level of food in tins. Reductions, they assert, 
would serve only to deplete further an already diminished income 
and be unlawful under section 15a. 

“And this,” said the examiners referring to the proposal of 
the carriers, “at a time when respondents are before the Com- 
mission in another proceeding pleading that ruin will be their 
lot unless the crude rehabilitant of a percentage increase in all 
rates is quickly administered.” 

They characterized the proposal as a weak yielding by the 
railroads to the demands of a well organized group of shippers. 

By the suspended schedules filed to become effective last 
February, the carriers parties to the classifications mentioned 
proposed to reduce the ratings in those classifications on all 
glass-packed foods dealt with in Indian Packing Corporation vs. 
Director-General, 93 I. C. C. 400, and on a number of others, to 
the same basis as that provided for the same foods in tin con- 
tainers. The Commission, on its own motion, suspended the 
schedules. 

At the hearing evidence in opposition to the reductions was 
submitted in behalf of carriers parties to western classification 
and the Commission referred to them as the protestants. The 
American Sheet & Tinplate and the American Can Co. filed a 
brief in opposition to the reductions. 

In the Indian Packing case, supra, the Commission pre- 
scribed or permitted a spread of one numbered class between 
tin and glass packed foods. The carriers undertook to comply 
by increasing the ratings on tin packed foods and reducing them 
on the glass packed, the result being generally the establish- 
ment of second class on glass and third on tin packed foods. 
But not all carriers did that. This finding of non-justification of 
the suspended schedules is without prejudice to the filing of 
ratings bringing about that relationship; that is a spread of 
one numbered class. 

The moving party in bringing about publication of the sus- 
pended schedules, the examiners said, was the Glass Containers 
Association, an organization they added not particularly iden- 
tified of record but apparently a trade association of manufac- 
turers of glass containers. That association, the examiners said, 
made application for the reductions here suspended to the 
Official Classification Committee. That committee reported ad- 
versely. Being dissatisfied with the committee’s action, the 
traffic executives of the official classification lines created a 
special committee, which the examiners said, made a report in 
favor of the reductions. 

Respondents, the examiners said, advanced two reasons 
for the reductions. The first was that while it was perhaps 
reasonable to maintain a one-class spread between the two 
sorts of packed foods at the time of the decision in the Indian 
Packing case, 1924, conditions had so changed since that time 
there was no longer warrant for the maintenance of that 
spread. The second, the examiners said, was that even though 
the proposed ratings represented something less than maximum 
reasonable rates they were at all events compensatory rates 
and that the revenue losses which would be sustained by re- 
ducing the rates on the glass packed foods moving by freight 
would be offset and more than offset by the increased tonnage 
offered for shipment. Increased tonnage was expected from 
two sources. First, from tonnage influenced back from truck 
to rail and second from an increased use of glass containers 
for articles now packed in tin, which would increase the total 
weight of shipments. 

The examiners made a detailed review of the testimony 
one part of which was devoted to showing substantial equality 
in price between tin and glass packed foods, the Commission, 
in the Indian Packing case, having found that generally glass 
packed foods were higher priced than the tin packed. They 
found that among the figures intended to show substantial 
equality were what they called “merely nominal invoices placed 
on goods for inter-plant movement from packing houses to 
warehouses.” Such figures, they said, bore no necessary rela- 
tionship to actual selling prices and were valueless here. For 
reasons set forth by them they said it was easy to assemble 








data to support almost any point of view. Disposing of con- 
tentions about better packing of glass-contained food and im- 
provement of the glass itself they said that “though discus- 
sion of the subject be technically refined to any degree it re- 
mains within the observation of all that tin will successfully 
withstand many blows under which glass will fracture.” 

The examiners would not accept the declaration that re- 
duced ratings on foods in glass would cause glass to be substi- 
tuted for tin. That was said on account of the fears of the 
tinplate and can manufacturers. They said that in the years 
since the decision in the Indian Packing case, a prominent 
manufacturer of foods had not changed from tin to glass on a 
single item. In their conclusions the examiners said: 


_ Under section 15-a of the statute, it is the duty of the commis- 
sion to initiate a structure of rates which will permit carriers under 
proper management to earn a fair return on the value of their 
property used in transportation service. And there is also a con- 
tinuing duty on the commission to see that the rate structure so 
initiated is not impaired or destroyed by rate reductions improvi- 
dently made by the carriers. See Container Service, 173 I. C. C. 
377, 430, and the cases there cited. This function of regulation is 
oftentimes difficult to exercise, for there must be only a minimum 
of encroachment on the function of management, which is sstill 
invested in the owners of the carriers acting through their corporate 
officers. Reductions in particular rates proposed by responsible traffic 
officials of the carriers may seem to the commission unnecessary 
and unwise, but those officers are in closer contact with individual 
traffic problems than is the commission and unless there is a definite 
threat to the integrity of the rate structure under section 15-a or 
a definite showing of a violation of one or more of the other sections 
of the statute, the commission should not and does not undertake to 
substitute its judgment in such matter for theirs. Fortunately no 
difficulties of this character are present here, for the reductions 
proposed can not in an accurate sense of the word be said to have 
resulted from the judgment of respondents’ traffic officers. The 
facts necessary to an informed judgment, although easily available, 
were not inquired into, or if ascertained were ignored. There was 
only a weak yielding on the part of respondents to the demands 
of a well-organized group of shippers. The present rates on these 
products, except as and to the extent they exceed those which 
would result from observance of the relationship between glass and 
tin packages prescribed in the Indian Packing case, are reasonable. 
To reduce them further would in no wise profit respondents. It 
would only serve to deplete further an already diminished income, 
and this at a time when respondents are before the commission in 
another proceeding pleading that ruin will be their lot unless the 
crude rehabilitant of a percentage increase in all rates is quickly 
administered. Moreover, it would lead to prompt demands, which it 
would be difficult to resist, for similar reductions in the ratings on 
the same commodities in other classifications, and on other com- 
modities in the Official Classification. In the circumstances, the 
conclusion is clear. Under the duty imposed by section l15-a the 
commission should order the suspended schedules withdrawn and 
canceled, with the sole exception of those by which it is proposed 
to reduce the ratings for liquid cooking oil and peanut oil in the 
Illinois Classification. These should be found justified. The order 
directing cancellation should also be without prejudice to the estab- 
lishment of ratings in the Official Classification on the commodities 
enumerated in the footnote to sheet 3 of this report*, which will 
reflect the relationship between glass and tin packages prescribed 
in the Indian Packing case. 

*The commodities are clam juice, roasted coffee, lard and lard 
substitutes, prepared macaroni, spaghetti and vermicelli, condensed 
or evaporated milk, molasses, cooking oil not otherwise indexed by 
name, sauerkraut or sauerkraut juice, soups, unmedicated syrups not 
otherwise indexed by name, canned vegetables in boxes and in crates, 
and dried vegetables. 


TOBACCO RATES REASONABLE 

In the opinion of Examiner William A. Disque, expressed 
in a proposed report recommending dismissal of No. 24161, To- 
bacco Merchants’ Association of the United States et al. vs. 
A. & R. et al., the freight rates on tobacco articles in the south 
are inconsequential compared with the value of the shipments. 
He said the Commission should find not unreasonable rates on 
cigarettes, smoking tobacco, and plug and twist tobacco, in 
less than carloads, from producing points in North Carolina 
and Virginia to destinations throughout southern classification 
territory. 

Examiner Disque said the question as to what the traffic 
could reasonably bear was of importance, “particularly since 
certain commodities other than those involved are, in the pub- 
lic interest, supposed to be entitled to the lowest possible law- 
ful rates. The use of tobacco has become so general and the 
habit has so fastened itself upon us that tobacco may by some 
be classed among the modern necessities of life, but the freight 
rates thereon are inconsequential compared with the value of 
the shipments.” 


PROPOSED REPORTS 


Tin Plate, Cans and Can Parts 


No. 24202, Continental Can Co., Inc., of California et al. vs. 
A. T. & S. F. et al. By Examiner Roy E. McKee. Basis for 
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charges, mixed carloads of tin plate and can ends, Canonsburg, 
Pa., to Los Angeles, Calif., unreasonable to the extent it ex- 
ceeded 75 cents, minimum 80,000 pounds, applied to the total 
weight of 82,318 pounds. Basis, tin cans, can stock and parts, 
Chicago, Cragin and Galewood, Ill., to Los Angeles unreasonable 
to the extent it exceeded or may exceed $1.50, minimum 40,000 
pounds. New rate of $1.50 and reparation proposed. 


Raw Fur Pelts 


No. 24207, International Commerce Corporation vs. South- 
ern Pacific et al. By Examiner Roy E. McKee. Less-than- 
carload rate, raw fur pelts, St. Louis, Mo., to El Paso, Tex., 
unreasonable to the extent that it exceeded the first class rate 
of $2.99. Reparation of $244.34 proposed. 


Lumber 


No. 24272, Standard Lumber Co. vs. C. & O. et al. By Ex- 
aminer Roy E. McKee. Rate, lumber, McRae, Fla., to Waynes- 
boro, Va., unreasonable to the extent it exceeded 38 cents. 
Reparation of $80.55 proposed. 

Lumber 

No. 23978, Pensacola Creosoting Co. vs. C. of G. et al. By 
Examiner L. H. Macomber. Rates, lumber and articles taking 
same rates, Pensacola, Fla., to points in southern Alabama and 
Georgia, are and for future will be unreasonable to extent they 
exceed or may exceed rates for the short line distances under 
the southern lumber scale as set forth in an appendix to the 
report, beginning with 4.5 cents for 5 miles and under, single 
line, and ending with 24.5 cents for 400 miles and over 380, and 
beginning with 7.5 cents for 10 miles and over 5, joint line, and 
ending with 24.5 cents for 400 miles and over 380. Rates to 
Goshen, Troy and Glenwood, Ala., unreasonable in past to ex- 
tent they exceeded rate of 16 cents. Reparation proposed. 


Fuel Oil 


No. 24081, Danville Oil Co. vs. B. & O. et al. By Examiner 
Harris Fleming. Dismissal proposed. Rate, fuel oil, Curtis Bay, 
Md., to Danville, Va., not unreasonable in past. Examiner said 
facts shown strongly suggested that for future reasonable rates 
on gasoline and petroleum products now taking the same rates 
from and to points under consideration would be the basis pre- 
scribed in Petroleum and its Products, 171 I. C. C. 286, but that 
on this record a finding as to the future was not warranted. 


Ground Feldspar 


No. 23988, Knox Porcelain Corporation vs. Black Mountain 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rate, ground feldspar, Cane Branch, N. C., to Knoxville, Tenn., 
not unreasonable. 

Demurrage at Oakland, Calif. 


No. 24015, Albers Bros. Milling Co. vs. S. P. By Examiners 
G. H. Mattingly and E. A. Burslem. Dismissal proposed. 
Demurrage charges assessed under the provisions of demurrage 
rule 3 (D) for detention at Oakland, Calif., on numerous cars 
containing interstate shipments not found to be inapplicable or 
otherwise unlawful. 
Cannel Coal 


No. 24348, Elkhorn Collieries Corporation vs. L. & N. et al. 
By Examiner William A. Disque. Dismissal proposed. Rates, 
cannel coal, Winters (Bastin), Ky., to destinations in central and 
western trunk-line territories not unreasonable. 


Cement 


No. 23898, Iola Cement Mills Traffic Association et al. vs. 
A. T. & S. F. et al., embracing also No. 23899, Southwestern 
Portland Cement Co. vs. T. & P. et al.; No. 23902, Oklahoma 
Portland Cement Co. vs. A. T. & S. F. et al.; No. 23995, San 
Antonio Portland Cement Co. vs. I.-G. N. et al.; No. 24133, 
Republic Portland Cement Co. vs. G. C. & S. F. et al. By Exam- 
iner Morris H. Konigsberg. Proposes that Commission find that 
the rates on cement from the Kansas gas belt and Dewey, Okla,, 
to destinations on the Texas-New Mexico Railway Co. and from 
Ada, Okla., El Paso, Cementville, Longhorn, Eagle Ford, and 
Harrys, Tex., to points in New Mexico on the Texas-New Mexico 
were, are and for the future will be unreasonable and unduly 
prejudicial to the extent they exceeded or may exceed Scale IV 
rates as set forth on page 87 in appendix B in Oklahomia Port- 
land Cement Co. vs. D. & R. G., 128 I. C. C. 68. Examiner said 
establishment of rates herein found reasonable on interstate 
traffic would remove the alleged unjust discrimination against 
interstate commerce. Reparation proposed. 


Scrap Paper 


No. 23690, South West Box Co. vs. A. V. I. et al. By Exam- 
iner C. J. Peterson. Rate, scrap paper, Sand Springs, Okla., to 
Hutchinson, Kan., not unreasonable in past, but is and for future 
will be unreasonable to extent it exceeds or may exceed 20 
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cents, minimum 30,000 pounds, subject to rule 34. Order for 


future recommended. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3499, carload traffic between industries in Chicago district. 
Board of Trade of City of Chicago and Chicago Association of Com- 
merce asks reopening for reconsideration, reargument before entire 
Commission and/or modification of its report and order. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. A. H. T. et 
al. and cases grouped therewith. Greater Grand Forks Traffic As- 
sociation, O. J. Barnes Co., J. Kelly, Holden Bros., Farmers’ 
Cooperative Marketing Association, Red River Potato Co. ~ Ee 
Douglas Co., Cavalier Milling Co. and Ole A. Flaat, interveners, 
ask rehearing, reargument or reconsideration. 

No. 24497, Trenton Potteries Co. et al. vs. A. C. L. et al. The 
D. & H. Railroad Corporation asks dismissal of complaint as to it. 

No. 23496 (and Sub. 1), Covey-Ballard Motor Co. vs. A. & S. et 
al. Defendants ask rehearing and/or reopening for reconsideration 
by entire Commission and for consolidation of cases, with No. 20134, 
Covey-Ballard Motor Co. vs. C. M. St. P. & . et al., No. 20241, 
‘Taylor Motor Co. vs. A. T. & S. F. et al., and No. 24449 (and Sub. 
1), Public Utilities Commission of Idaho vs. O. S. L. et al. 

No. 22508, Arkansas General Construction Co. et al. vs. A. D. & 
N. et al. and cases grouped therewith. Complainants and consignee 
interveners ask reopening of cases and reconsideration therein, on 
present record as made the matter of reasonableness of rates as 
applied to past shipments, and reparation, and that such considera- 
tion be by the entire Commission. 

No. 22953, Southern Coal Co. vs. I. C. Complainant asks reopen- 
ing and reconsideration on present record before full Commission. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al. 
Complainant, Alabama Rock Asphalt, Ine., and Intervener, Dixie 
Minerals Corporation, ask reopening, rehearing and reconsideration 
by full Commission or division 3 or reopening and reconsideration 
by full Commission or division 3 and or oral argument before full 
Commission or division 3. 

No. 22103, The Kalbfleisch Corporation vs. B. & A. et al. Com- 
plainant asks argument before entire Commission. 

No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. A. H. T. et al. 
Complainants ask reconsideration, reargument or rehearing on find- 
ings of basis of past unreasonableness. wi 

No. 23501, Shreveport Chamber of Commerce on behalf of Meridian 
Fertilizer Factory et al. vs. T. & P. Complainants ask reopening 
and reconsideration on record as made. 

No. 21142, Jackson Traffic Bureau vs. A. C. L. et al. Defendants 
ask vacation of order entered herein on May 20. 

No. 22768, Smart & Sanders et al. vs. C. & E. I. et al. Com- 
plainants, Smart & Sanders, J. B. Ward & Co., Parmo Lumber Co., 
Oscar Thompson, Dudley Store Co., Allen Grain Co., Homer Dunlap 
and James R. Johnson ask rehearing therein. 

No. 19035, Procter & Gamble Manufacturing Co. vs. A. T. & S. F. 
et al. and No. 19037, Same vs. B. & O. et al. The complainant in a 
supplemental petition, asks reopening and reconsideration. 

1. & S. 3130, Consolidated Southwestern Cases and |. & S. 3228, 
cancelation of ratings on empty carriers or containers, returned, 
between points in Western Trunk Line territory. Cereal Beverage 
Manufacturers ask postponement of order, reopening, oral argument 
and reconsideration. 

No. 23251, M. D. Friedman Co. vs. C. & O. et al. Roanoke Scrap 
Iron & Metal Co. intervener, asks reopening and reconsideration. 

No. 20242 (Sub. No. 1), Axtell Co. vs. A. T. & S. F. et al. Com- 
—— asks further hearing to prove paying and bearing of freight 
charges. 

No. 18732, Andrews Bros. et al. vs. Pennsylvania et al., and No. 
19500, Geo. L. Collins Co. et al. vs. Pennsylvania et al. Complainants 
ask rehearing, reargument, reconsideration and modification herein. 

No. 14953, A. B. A. Independent Oil & Gasoline Co. et al. vs. A. T. 
& S. F. et al. and cases grouped therewith. Defendants ask modi- 
fication of Commission’s order of February 9, 1931. 

No. 22965 (and subs. thereto), M. A. Bell Co. et al. vs. A. A. et al. 
Complainants and certain interveners ask reopening and rehearing 
and/or for reconsideration by Commission and/or oral argument before 
entire Commission to show cause for rehearing. 

No. 19645, A. T. & S. F. et al. vs. B. & O. et al. Complainants 
ask for supplementary or corrected order therein. 

No. 23961, H. Americus & Co. et al. vs. Pennsylvania. Complain- 
ants ask oral argument before entire Commission before final sub- 
mission therein. 

1. & S. 3535, Coal from Illinois, Indiana, and Kentucky to Min- 
nesota, North Dakota and South Dakota. Protestant, South Dakota 
Board of Railroad Commissioners, asks reopening, for reconsideration 
and for argument. 

No. 23221, Crown Overall Manufacturing Co. et al. vs. M. & O. 
et al. M. & O., defendant, asks postponement from August 24, to 
September 9, of effective order herein. 

No. 17000, part 4, Rate structure investigation, petroleum and its 
products, 18458, General petroleum investigation, and cases grouped 
therewith. Defendant carriers, by F. A. Leland, ask modification prior 
outstanding orders in these decisions and any others which may have 
been entered prescribing rates for future between points embraced 
in reports and orders herein (171 I. C. C. 286). 

No. 22935, North Packing & Provision Co. et al. vs. C. B. & Q. 
et al. Defendants ask reopening, reconsideration and reargument be- 
fore entire Commission. 

No. 22137, Eastern Tanners’ Glue Co. vs. Southern et al. C. C. 
& O. asks modification of Commission’s order issued herein. 





SUSPENDED TARIFFS 


In I. and S. No. 3625, the Commission has suspended from 
July 14 until February 14, schedules in supplement No. 105 to 
Glenn’s, I. C. C. No. A-655. The suspended schedules propose to 
apply the single line scale in lieu of the present joint line scale 
of rates on sand, gravel, stone, chert, and related articles, 
which would result in reductions between points in the south, 
when such traffic moves over two or more of the following 
named lines: Atlantic Coast Line; Atlanta, Birmingham & 
Coast; Atlanta & West Point; Charleston & Western Carolina; 
Carolina, Clinchfield & Ohio; Carolina, Clinchfield & Ohio Rail- 
way of South Carolina; Clinchfield Northern Railway of Ken- 
tucky; Columbia, Newberry & Laurens; Georgia Railroad, and 
Western Railway of Alabama. 
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Increased Rate Hearing 


Railroads and Owners of Railroad Securities Tell Commission Increased Rates Are Needed to 
Maintain Railroad Credit and Service—Great Interest in Proceeding Indicated 
by Capacity Crowd in Hearing Room—Heat Removes Coats 


(By Stanley H. Smith) 


N about as hot weather as ever obtained at such a time, 
I the Commission, July 15, began its hearings on the appli- 

cation of the railroads for an increase of 15 per cent in 
all freight rates and charges, with adjustments in the case 
of coal and coke to preserve existing differentials. The car- 
riers, at the opening of the hearing, amended their application 
to confine differential adjustments only to coal and coke, 
eliminating references in the application to “other commodities.” 

When the time for opening the hearings arrived at 10 
o’clock, in the anteroom outside the main hearing room and 
in the hearing room there were masses of pushing and jostling 
railroad and shipper representatives, spokesmen for owners of 
railroad securities, representatives of the press, and perhaps 
quite a few “interested onlookers.” Probably never before was 
such a crowd jammed into the hearing room, all available seats 
being occupied and the aisles filled to the entrance to the room. 
Inability to get seats and the intense heat—which was relieved 
somewhat late in the day by thunder showers—thinned out 
the crowd later on, but still a “standing room only” sign would 
have been in order. Many of those in the hearing room, in- 
cluding railroad presidents—but not the commissioners on the 
bench—shed their coats. Perspiration stood out on brows and 
trickled down faces—yet good nature prevailed and an oppor- 
tunity to laugh at some jocular remark of a commissioner or 
witness was not overlooked. 


The hearings were opened before the special division of 
the Commission created to handle the case, composed of Com- 
missioner Meyer, who presided, and Commissioners Lewis and 
Lee; and the state commissioners selected by the state com- 
missions to cooperate with the Commission—W. D. B. Ainey, 
of Pennsylvania, and Herbert W. Trafton, of Maine, for the 
eastern group; Harvey H. Hannah, of Tennessee, president of 
the National Association of Railroad and Utilities Commission- 
ers, and Hugh White, of Alabama, for the southern group; 
Paul A. Walker, of Oklahoma, and A. R. McDonald, of Wiscon- 
sin, for the western group, and William J. Carr, of California, 
for the mountain-Pacific group. One seat on the bench was 
left after the three federal commissioners and the seven state 
commissioners had taken their places—and it was filled shortly 
by Commissioner Eastman. To one side and in front of the 
bench sat Examiners William A. Disque, G. H. Mattingly and 
Howard Hosmer, selected to aid the commissioners. 


Dr. Julius H. Parmelee, director of the Bureau of Railway 
Economics, was the first witness for the carriers. The pro- 
gram called for the submission of testimony by a number of 
carrier witnesses, spokesmen for investors in railroad securi- 
ties, and commercial organizations, and individuals supporting 
the petition of the carriers. There were predictions that the 
initial hearings would not last longer than the end of the week. 
In any event it was believed they would be concluded early next 
week. At the conclusion of the hearings an adjournment, under 
the program heretofore announced by the Commission, will be 
taken until August 31, when there will be cross-examination of 
proponents and submission of opposition testimony. Elaborate 
exhibits have been prepared by the carriers, so that the shippers 
will have plenty to occupy them in analyzing the figures therein 
before the hearings are resumed the last of August. 


Parmelee Testimony 


“T appear in this case at the request of the railway execu- 
tives who, representing the several groups of steam railway 
carriers, have instituted proceedings to put an advance in freight 
rates into effect at the earliest possible date,” said Dr. Parmelee. 

“My appearance is for the purpose of laying before the 
Commission a series of statistical statements, with accompany- 
ing brief explanation, designed to indicate the present financial 
condition of the carriers, their declining rate of return, the 
trend of their traffic, their performance with respect to efficiency 
and economy of operation, the status of their outstanding secur- 
ities as to maturity, and the relation between net income and 
fixed charges. 


“All of the statements apply to railways of Class I. All of 
the statements are based upon reports made to the Interstate 
Commerce Commission, and are drawn from those reports, ex- 
cept in a few cases indicated in the exhibit, where the data have 





been assembled from sources believed to be authentic and 
authoritative. With a few exceptions, all of the statements 
present a summary for the United States, and separate sum- 
maries for the Eastern district, including the Pocahontas region, 
for the Southern region, and for the Western district. 

“The exhibit as a whole consists of 34 separate sheets, and 
may be summarized briefly as follows: 


1. The carriers showed an irregular increase in freight business 
and in gross revenue for the period from 1921 to 1929, but experienced 
a sharp decline in both traffic and revenue in 1930, which has con- 
tinued even more strikingly during the period of 1931 to date. 

2. Net railway operating income of the carriers reached a total 
of $1,251,698,000 in 1929. This reprsented a rate of return of 4.81 per 
cent on their property investment. This rate of return showed a drop 
in 1930 to 3.27 per cent, and has still further declined in 1931 to date, 
the rate for the first four months being 2.07 per cent. 

3. On the basis of the findings of the Commission in Ex Parte 74, 
plus net additions and betterments to date, the rate of return was 
5.22 per cent in 1929, declined to 3.54 per cent in 1930, and declined 
further to 2.23 per cent for the first four months of 1931. 

4. The carriers operated with increasing efficiency during the 
period from 1923 to 1930, and at the same time expended nearly seven 
billion dollars on their properties in the form of gross expenditures 
for additions and betterments. 

5. These additions and improvements to equipment and plant, 
which contributed greatly to the increased efficiency of operation, 
aided in reducing railway operating expenses per unit carried. De- 
clining revenue per ton mile and the sharp drop in traffic have brought 
a reduction in revenue greater than the savings due to increased 
efficiency and economy of railway operation. 

6. The ratio of net income to fixed charges was 2.28 in 1929. 
That is, net income in that year was 2.28 times as great as the fixed 
charges of that year. This ratio dropped to 1.76 times fixed charges 
in 1930 and in 1931 the forecast now indicates that it will be less than 
1.27 times fixed charges, for the carriers as a group. The invest- 
ment laws of New York state, relating to savings banks and trust 
funds, among other things require railway fixed charges to be earned 
at least one and a half times. This legal requirement has come to 
be regarded as a general measure or standard of the attractiveness 
and safety of railway securities for the purpose of general as well as 
fiduciary investment. Measured by this standard, the standing of 
railway securities is being impaired. 

7. Statistics that have become available within the past week, 
relating to the operations of the first five months of 1931, show that 
gross revenues declined to a greater extent below the corresponding 
period of 1930 than during the first four months of the year; that 
operating expenses were reduced to a greater extent, and that net 
operating income showed the same downward trend. Carloading statis- 
tics now available for the month of June show a greater relative 
decline under the same month of 1930 than the preceding five months. 


One of the exhibits showed the shortage of earnings under 
534 per cent on property, based on findings of the Commission 
in Ex Parte 74, plus net additions and betterments. Dr. Parme- 
lee said the total shortage under 5% per cent, for the ten years 
combined, was $2,574,877,000, and that the corresponding dis- 
trict shortages were $936,979,000 in the east, $279,951,000 in the - 
south and $1,357,948,000 in the west. 

Dr. Parmelee said if net railway operating income declined 
in the balance of 1931 at the same rate as in the first four 
months of 1931, compared with 1930, the total for the year 
would be $531,000,000. He said this was predicated on no change 
in rate levels. If this total be increased by $430,000,000, which 
he estimated would be the increase in net railway operating 
income if a 15 per cent increase in freight revenue were ob- 
tained, the aggregate net railway operating income would rise 
to about $960,000,000 for the whole year and this would produce 
an annual rate of return of 3.91 per cent, based on the findings 
of the Commission in Ex Parte 74, plus net additions and better- 
ments to the beginning of 1931. Based on the property invest- 
ment as of the beginning of the year, said he, the rate of return 
would be 3.62 per cent. He said such an aggregate of net rail- 
way operating income for the year, assuming other factors of 
fixed charges and outside income to remain the same as in 1930, 
would produce a net income equivalent to 1.89 times fixed 
charges, for the carriers of Class I as a group. 

With respect to the decline in freight and passenger traffic, 
Dr. Parmelee said: 


For the United States, the peak of passenger traffic was reached 
in 1920, and freight traffic in 1929. ; 

There was a sharp decline of 14.3 per cent in revenue ton-miles 
in 1930, compared with 1929, and a further decline of 17.6 per cent 
during the first four months of 1931, compared with the same months 
of 1930. The railways this year are handling less than three-fourths 
as much freight as they were two years ago, in 1929. The two-year 
decline has been 25.6 per cent in the United States, 24.7 per cent in 
the east, 28.0 per cent in the south, and 25.9 per cent in the west. 
The traffic decline is clearly a nation-wide phenomenon. 
Passenger traffic declined almost steadily from 1920 to 1929. The 
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drop from 1929 to 1930 was 13.7 per cent ,while a further decline of 


18.2 per cent occurred in the first four months of 1931. Comparing 
1931 with 1929, revenue passenger-miles decreased 24.9 per cent for 
the United States, 20.5 per cent in the east, 34.4 per cent in the south, 
and 29.0 per cent in the west. 


Carloadings for 1930 as a whole declined 13.1 per cent under 
1930, said he. For the first 26 weeks of 1931, the cumulative 
decline under 1930 was 18.2 per cent. 

Explaining a statement as to the effect on railways’ revenue 
of declining average revenue a ton mile, Dr. Parmelee said 
had the average revenue a ton mile of 1921 been maintained 
throughout the period since then, the freight revenue would 
have been greater by an aggregate of $6,582,748,000. This was 
distributed by districts as follows: East, $2,859,411,000; south, 
$731,921,000; west, $2,946,863,000. The year 1921 was taken as 
a base as that was the first complete calendar year following 
the rate increase authorized in Ex Parte 74 in 1920. The per- 
centage decline in average revenue a ton mile, 1921 to 1930, was 
16.6 per cent for the United States, 15.6 per cent in the east, 
12.7 per cent in the south, and 19.2 per cent in the west, said he. 

Dr. Parmelee, discussing the effect of decreased earnings 
on railway buying power, said the financial returns of the car- 
riers in 1930 were so discouraging that reductions in capital 
expenditures were made in the first quarter of 1931. Gross 
capital expenditures for the first three months of 1931 amounted 
to $93,656,000, as against $223,772,000 in the first quarter of 1930, 
said he, a reduction of 58.1 per cent. 

As a result of improvements to plant and more efficient 
operating methods, said he, the railways made an almost un- 
broken series of reductions in their unit expenses of freight 
operation since 1920. By way of demonstrating this he utilized 
revenue ton-miles as the basis of comparison and computed the 
freight proportion of total operating expenses and of direct 
transportation expenses, respectively, a 1,000 ton-miles, 

“From 1920 to 1930, total operating expenses per 1,000 reve- 
nue ton-miles were reduced from $10.66 to $7.48, or 30.3 per 
cent,” he explained. 

“Transportation expenses were reduced from 5.35 per 1,000 
revenue ton-miles in 1920 to $3.52 per 1,000 revenue ton-miles 
in 1930, or 34.2 per cent.” 

There had been an increase every year, from 1921 to 1930, 
in all taxes other than federal income taxes imposed on the 
railways, said Dr. Parmelee. The federal income tax varies 
with the amount of net income and with the rate charged. 
Continuing, he said: 


The ratio of taxes to total operating revenues showed an almost 
steady upward trend from 1921 to 1930, from 5 cents per dollar of 
revenue in 1921 to 6.6 cents per dollar of revenue in 1930. Lest this 
increase of 1.6 cents per dollar seem insignificant, a mathematical 
calculation will show that had the tax ratio in 1930 been 5 cents, 
as it was in 1921, instead of being in fact 6.6 cents per dollar, the 
carriers’ net income would have been larger than it was by $84,500,000. 

For the first four months of 1931, taxes consumed 7.58 cents 
out of each dollar of railway gross revenues. 

More than a third of the carriers’ net operating revenue is 
being absorbed by taxes in 1931. This ratio, which stood at 22.37 
cents per dollar of net operating revenue in 1929, and 25.81 cents 
per dollar in 1930, rose to 36.60 cents per dollar in the first four 
months of 1931. 


The carriers were faced with a heavy burden—more than 
$1,300,000,000—of bond and equipment trust maturities which 
must be met in the next five years, said Dr. Parmelee. In the 
current year funded obligations in the amount of $280,000,000 
fall due, while subsequent maturities of these obligations total 
$181,000,000 for 1932, $295,000,000 for 1923, $371,000,000 for 1934 
and $207,000,000 for 1935. 


Duffield Supports Railways 


Dr. Parmelee’s testimony was interrupted to permit Edward 
D. Duffield, president of the Prudential Insurance Company of 
America, and chairman of the emergency committee on rail- 
road investments of life insurance companies and mutual sav- 
ings banks, to testify in support of the application of the rail- 
roads. He dealt with the subject along the lines of the matter 
set forth in the intervening petitions of the committee for 
which he spoke and of the security holders’ committee, pointing 
out the concern of the life insurance companies and savings 
banks in the financial condition of the railroads because of their 
interest as investors in railroad bonds. He said if the credit 
of the railroads could not be conserved, “we cannot, as trustees, 
continue to furnish to the railroads by new investments the 
funds necessary for their maintenance and development and for 
the refunding of existing debts. The margin of safety by which 
the fixed charges of the railroads of the United States have 
been earned has been greatly reduced.” He said the present 
credit situation, if long continued, would necessarily have a 
great effect upon future financing by the railroads. Continuing, 
he said: 

We are of the opinion that an emergency exists in the present 


railroad credit situation. That it is vital in the public interest that 
the existing transportation system be maintained in a state of 
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efficiency will be conceded by all. This result can be secured only 
if the railroads have good credit, and good credit requires adequate 
and reasonable stable earnings. We believe that the recent and 
present earnings of the railroads are wholly inadequate to support 
railroad credit. Therefore, it is our opinion that the situation now 
depressing and undermining railroad credit should be remedied as 
speedily as possible. 

The committee for which I speak does not know whether the 
proposed 15 per cent increase in freight rates will secure to the 
railroads a return adequate to support their credit, or whether in- 
creased rates will furnish a permanent solution of the problem. We 
do believe, however, that an emergency now exists, and that measures 
should be taken at once to support the credit of the railroads until 
a permanent plan for the stabilization of railroad credit is worked 
out. We think that a 15 per cent increase in freight rates would 
aftord the necessary temporary relief. 


Mr. Duffield was interrogated by Commissioners Meyer and 
Lewis, the members of the special division handling the case; 
Commissioner Eastman, who joined his colleagues on the bench, 
and State Commissioners White of Alabama, Walker of Okla- 
homa, and Ainey, of Pennsylvania. Many of the questions went 
to attitude of the investors for whom the witness spoke with 
respect to railroad investments in a time of depression such as 
now existed. Mr. Duffield said he would not sell such securities 
now held at such a time and that the holders of such securities 
would not suffer unless there were a default in interest, but that 
as to new investments trustees of funds would not be justified in 
putting new money into rail securities unless their credit were 
strengthened. 

Commissioner White, of Alabama, inquired whether rail- 
roads should not build up reserves in prosperous times to meet 
such a contingency as now existed. Mr. Duffield thought that 
would be sound practice. 

Commissioner Eastman inquired whether there were not 
other securities than those of railroads about which the life 
insurance companies were now concerned because of existing 
conditions. The witness indicated there were some. There 
were other questions as to whether the railroads were now 
better off or worse off than other industries, but the witness in- 
dicated he could not make a comparison. In reply to a question 
by R. C. Fulbright the witness said he would not dump railroad 
securities on the market now because of existing conditions. 
Mr. Fulbright also asked about the decline in the price for 
money and the witness said there had been a decline in the 
price of mortgage money in New York, but that different condi- 
tions might exist elsewhere. 

W. H. Chandler asked Mr. Duffield if he had the impression 
that the 15 per cent increase was to be of a temporary character. 
Mr. Duffield said he regarded the proposal as temporary in the 
sense that it would not solve the transportation problem with 
its many aspects. 

In opening the hearing, Commissioner Meyer put in the 
record as exhibit No. 1, the compilation of financial and operat- 
ing statistics prepared by the Commission’s bureau of statistics 
and dealt with elsewhere. 

Henry Wolf Bikle, speaking for the carriers, submitted a 
modification of the carriers’ petition, the effect of which was to 
restrict to coal and coke only the proposed adjustments so as to 
preserve existing differentials. As to coal and coke he said the 
effort would be to make adjustments that would preserve the 
differentials and obtain as closely as possible an increase in 
the rates on those commodities the equivalent of 15 per cent. 
Reference in the application to “other commodities” was elim- 
inated. 

Aishton Testifies 


Mr. Aishton, president, American Railway Association, and 
chairman, executive committee, Association of Railway Execu- 
tives, testified that it was in the best interests of the people 
as a whole to keep the railways in a position where their credit 
was sound and where required capital was available. The con- 
cern of the railroads at the present time, he said, was their 
ability to continue the fast and dependable service which the 
country now enjoyed. 

Referring frequently to various exhibits, which he described 
as “eloquent” with facts portraying the adequacy of service and 
the efficiency and economy of railway operation, he made a 
plea for consideration of the case on its economic merits. 

His testimony included six conclusions, as follows: 


A. It is my opinion, based not only on my observation of the 
improvements made in the past eight years but also on my experience 
in more than fifty years of railroad work, that further improvements 
in efficiency and economy in operation, brought about by better use of 
facilities in performing transportation service, through progressive 
and scientific management, must largely depend on the expenditures 
of large amounts of capital for the improvement of railroad facilities, 
including equipment. We have witnessed in the past few years a 
great many improvements in locomotives, cars and mechanical appli- 
ances. It is not possible to predict today what further improvements 
will emerge in the future, but I am one who believes that the limit 
of possible improvement has not been reached. 

B. In my opinion, however, and regardless of electrical opera- 
tion and its many desirable features, we must depend in very large 
measure for economies in operation in the future on the further 
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development and improvement of locomotives, cars, improved machin- 
ery and shops and general maintenance facilities. 

C. I do not think it is possible to over-estimate the importance 
to the nation as a whole of maintaining railroad credit at a point 
which will permit a continuation of the capital expenditures which 
are essential not only that the railroads may provide at all times a 
machine adequate in every respect to the transportation demands 
of the country but also that their business may be conducted at the 
lowest possible operating cost. 

The purchasing power of the railroads in connection with 
their large capital expenditures is of very vital concern to all lines 
of industry, including agriculture, and any condition which interferes 
with the expenditures of the railroads for the advancement of trans- 
portation is bound to be reflected adversely upon the general public. 

It is fully recognized that all efficiencies and economies do 
not flow from capital expenditures but that some must come from 
improved methods of operation due to the ingenuity of management 
and the whole-hearted shipper co-operation in many matters in which 
they play a very vital part. The most expert workman in the world, 
however can not do his best with poor tools. 

F. Since it is admitted by everyone that the railroads are and 
will continue to be the mainstay of our national transportation sys- 
tem, it is my judgment that it is in the best interests of the people 
as a whole to keep them in a position where their credit is sound and 
where required capital is available, in order that they may function 
efficiently in time of peace and be instantly available for service as 
one of the principal means of national defense. 


Coal Rates 


An entirely novel scheme for obtaining flat sums to be 
added to the coal rates in the eastern district, both bituminous 
and anthracite, was presented by Roy S. Kern, chairman of the 
coal, coke and iron ore committee of the Central Freight Asso- 
ciation lines. Under that method the proposal presented was 
to add 26 cents a ton to every Lake Erie port lake cargo coal 
rate. The plan also covered coke. 

The foundation for the 26-cent addition was an average 
weighted rate of $1.71. Fifteen per cent of that rate, 26 cents, 
thereby became the sum to be added to each rate. The result 
is that the increase on the rates for shorter hauls will be greater 
than 15 per cent because the average weighted rate is higher 
than the rate of $1.46 from the Pittsburgh district and also 
higher than the rate of $1.43 applicable from the eastern Ohio 
fields. 

The handling charge applicable for the service of dumping 
lake cargo coal from cars to vessels, under the Kern plan, would 
go up from eight to nine cents a ton on coal to Lake Erie ports. 
As to coal going to Lake Ontario ports the proposal was to add 
27 cents to each rate, the transshiping rates to Lake Ontario 
ports including the dumping charge. 

To obtain the weighted average rate on lake cargo coal the 
coal committee multiplied the total tonnage shipped from each 
rate group in 1930 and divided the total revenue by the total 
tonnage, the result being $1.71. The committee said it obtained 
the tonnage figures from the Ore & Coal Exchange at Cleveland, 
O., an organization maintained by the railroads. By adding a 
flat sum obtained by taking 15 per cent of the weighted average 
rate, the spread between the rates would be preserved, although 
some of the proposed rates would be more than 15 per cent 
higher than the present rates. 

In dealing with rates to Central Freight Association terri- 
tory the committee followed the destination groups established 
by the Commission in I. and S. No. 774, the chief groups being 
affected and non-affected territory the boundary between them 
being a line drawn from Sandusky to Galion, O. It took the 
rates from the inner crescent to affected territory, lying west 
of the Sandusky-Galion line as the foundation for calculating 
the flat sum. To illustrate, Mr. Kern cited the inner crescent 
rate to Toledo, O., as typical. That rate is $2.39 and 15 per cent 
of it, disposing of fractions according to the major fraction rule, 
is 36 cents. Addition of that sum makes the inner crescent rate 
to Toledo $2.75. The rate from the Ohio district to Toledo is 
$1.89. Adding 36 cents makes that $2.25. The outer crescent 
rate to Toledo, $2.64, becomes $3. 

To the non-affected territory, of which Chicago is a typical 
point, the committee again took the inter crescent rates as the 
bases. Using the same rule the committee arrived at 46 cents 
a ton as the sum to be added, making the proposed rate from 
the inner crescent mines to Chicago, $3.55; from the Ohio dis- 
trict, $3.20, and from the outer crescent, $3.75. 

With respect to the territory west of the non-affected terri- 
tory the committee proposed to use the rates from the inner 
crescent as the bases and the existing differential, generally the 
same as at Chicago, preserved as illustrated in the foregoing 
examples. 

East of the affected territory to and including Rochester, 
N. Y., and the Mahoning and Shenango Valley and to Canada 
via Lake Erie car ferries the committee proposed an elaborate 
scheme to apply to a situation where dual differentials now 
exist. For the most part, however, the proposal was for a 
straight 15 per cent advance without regard to existing relation- 
ships. 

Other proposals with respect to coal and coke, in the lan- 
guage used by Mr. Kern follow: 
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Eastbound Bituminous Coal Adjustment—Track Rates to Trunk 
Line, New England and Canadian Destinations: The carriers propose 
that rates on bituminous coal for track delivery at destinations east 
of the Genesee River, including New England, also Canadian destina- 
tions via St. Lawrence River gateways, and via Lake Ontario car 
ferry routes where rates are based on St. Lawrence River gateways, 
shall be advanced 15 per cent using Clearfield district as the base and 
observing differentials from all other origin groups. 

Track Rates from Southern Fields to Washington, D. C., Relee, 
Rosslyn and Fort Runyon, Va., and North to Trenton, N. J., Exclusive: 
Rates from southern districts on C. & O., N. & W. and Virginian 
railways, to Washington, Relee, Rosslyn and Fort Runyon and north 
to Trenton, N. J., exclusive, to be advanced 15 per cent observing the 
Pocahontas-New River groups as the base. 

Tidewater Bituminous Coal Rates—To Phfladelphia, Baltimore 
and Hampton Roads for destinations outside the capes of the Dela- 
ware and Chesapeake bays, carriers proposed to base the increase 
ging? mage the ge ene contd River groups to Hampton Roads, 
i. e., cents per gross ton increase, applyi é i 
cents per ton from all origin groups. a a 

To New York harbor lower ports, rates from Clearfield, Cumber- 

land-Piedmont and Meyersdale groups will be made 15 cents per gross 
ton over the rate proposed from the Pocahontas-New River districts 
to Hampton Roads for outside the capes. 
r To New York harbor upper ports rates will be made on basis of 
9 cents per gross ton over rates to New York harbor lower ports. 
_ To Philalephia, Baltimore and Hampton Roads for destinations 
inside the capes of Delaware and Chesapeake bays, carriers propose 
to advance rates the same amounts in cents per ton as the track 
delivery rates to the ports proper. 

Coke—Rates on beehive coke from the Connellsville district are 
generally considered the basis for all beehive coke rates within East- 
ern territory. It is, therefore, proposed to advance the Connellsville 
district rates 15 per cent and to add the same amount of advance in 
cents per ton to all related rates. 

Rates on by-product coke within this territory are generally made 
on or with relation to mileage. The carriers therefore propose to in- 
crease these rates by applying a 15 per cent advance to each rate 
except in the instance of rates dealt with below. 

In the instance of by-product coke rates from Clairton and Pitts- 
burgh to the M. & S. valleys, Cleveland, etc., a differential between 
such origins of 10 cents per ton is now observed. This it is planned 
to preserve by computing the advance on the Clairton rates and add- 
ing the same amounts of increase to the rates from Pittsburgh. 

In connection with by-product coke rates within C. F, A. terri- 
tory attention is called to the fact that they are now under investiga- 
tion by this Commission in I. & S. Docket 3511 which grew out of 
tariffs filed by the carriers seeking to adjust all by-product coke 
rates on basis of a mileage scale. In order that the rates which 
are under suspension until October 15, 1931, may be made subject to 
the proposed 15 per ccnt advance it is the intention of the carriers 
to file supplements to the suspended schedules advancing each rate 
therein 15 per cent. 

Anthracite Coal—Track Delivery: 
advanced 15 per cent. 

Tidewater for Transshipment: Rates to New York Harbor upper 
ports to be advanced 15 per cent and to New York harbor lower ports 
the same amount in cents per ton as the rates to New York harbor 
upper ports. 

Rates to Philadelphia and Baltimore for outside the capes to be 
advanced 15 per cent. 

- a > Philadelphia m8 Baltimore for inside the capes to be 
advance e same amount in cents per ton a 
rates to Philadelphia and Baltimore. ' oe Se Sew 


All track delivery rates to be 


In answer to questions as to many parts of the coal rate 
proposals, Mr. Kern made it clear that unless specific treatment 
was shown in his testimony the purpose of the carriers was to 
add 15 per cent to rates and charges, the questions being 
directed to New England differentials, additions to ex-tidewater 
rates, rates beyond the upper lake docks and rates from Illinois 
and Kentucky mines to the west and northwest. 

Charles E. Elmquist was particularly solicitous about ex- 
dock coal in the northwest, suggesting that to add 15 per cent 
to the rail haul beyond the docks would be a double increase, 
while the all-rail rates would be subjected to but one increase. 
Mr. Kern said that the result was the same in either case 
whether the 15 per cent was calculated on a one-factor or a 
two-factor rate, the latter, in sum, being equal to the former. 

“But the disposition of fractions sometimes raises havoc,” 
suggested Commissioner Meyer. 


Mr. Bikle took notice of an interrogative suggestion that the 
proposed new rates might be temporary. He took it as a sug- 
gestion that perhaps the tariffs might have an expiration date. 
That did not appeal to him. No one, he said, could foretell the 
duration of present conditions. Therefore, he said, it was the 
suggestion of the railroads that if and when the increase was 
allowed by the Commission the regulating body keep the pro- 
ceeding open to take such lawful action as circumstances 
required. 

“Could we reduce the rates if you were not earning a return 
of 5.75 per cent?” asked Commissioner Eastman, who said yes 
when Mr. Bikle asked if he were asking for the Bikle personal 
opinion. 

“IT very much doubt it,” said Mr. Bikle. 


Pelley Testifies 


J. J. Pelley, president of the New York, New Haven & 
Hartford, and chairman of the special committee of presidents 
representing the eastern group of carriers, testified that a 15 
per cent advance was the only way of meeting the existing 
emergency. He referred to the railways’ record of drought 
relief through voluntary rate reductions, and the actual increase 
in railway capital expenditures made in 1930 with the view of 
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minimizing the depression and hastening the return of pros- 
perity. He said the railroads were not proposing an increase 
in an attempt to escape their fair share of the general depres- 
sion. Continuing, he said, in part: 


The railroads are proposing only such increase in their freight 
rates as, under their best estimate, will produce sufficient revenue to 
tide them over the present emergency. They do not ask for the fair 
return to which they are lawfully entitled, but base their application 
solely on the ground that without the increase in revenue they now 
seek, they will be unable long to continue adequate transportation 
service. That the railroads do not seek to escape their share in 
public burdens is clearly shown not only by the considerations just 
mentioned, but also by their record in connection with the existing 
depression, the efforts made to avert its consequences, and the will- 
ingness which the railroads have shown to accept burdens in con- 
nection with the depression which other industries are not called 
upon to bear. 

No one had any idea that the depression would last as long or be 
as severe as later developments have proved. Every one hoped it 
would not be widespread, and would not be of long duration. The 
railroads acted on the assumption that such would be the case. In 
the face of decreasing traffic and revenues, the railroads continued, 
as far as possible, their programs of expenditures which involved 
both capital and maintenance. They likewise continued in their 
service as long as possible many employes who could otherwise have 
been laid off, in view of the volume of business which was offered 
for transportation. The foregoing policy was followed in what then 
appeared to be the public interest, and in spite of the fact that the 
railroads had not been able to earn a fair return during the period 
of prosperity that preceded the depression. 

3efore the end of 1930 the railroads were convinced that they 
could not continue the policies of that year into 1931. The world- 
wide character of the depression became apparent to all. In view of 
the condition of business, the railroads were reluctant to attempt 
any increases in rates. They hoped to carry on throguh the depression 
without increasing rates. They therefore adopted the policy of cutting 
their expenses to an absolute minimum consistent with existing traffic 
requirements. Expenditures for capital account were for the most 
part limited to the completion of programs under way which could 
not be stopped without economic loss. Few additional improvement 
programs were undertaken and capital expenditures during the first 
quarter of 1931 declined 58 per cent under the first quarter of. 1930. 
Purchases of materials and supplies were likewise curtailed in every 
way possible. 

In spite of the marked decrease in expenses the railroads have 
not been able to keep such decreases in step with the decreases in 
revenue, with the result that for the first five months of 1931 their 
net railway operating income has been $117,492,000 below that of 
1930. 

No one can predict with any degree of assurance when a definite 
upturn in business will begin, or the rate of progress which im- 
provement will make when it starts. When business does revive, 
the railroads must under the law, and in fairness to the public and 
themselves, be ready to handle all traffic in the efficient manner 
to which the country has become accustomed. To do so, their prop- 
erties must be up to proper ‘standards of maintenance. Needful 
capital expenditures must be made. If, by loss of earnings and 
impairment of credit, maintenance and capital expenditures are un- 
duly deferred, the railroads may not be in a position with a revival 
of business to provide the character of transportation that will meet 
every reasonable demand and expectation. They desire for the fu- 
ture, not only in self-interest but in the interest of the pubic, to con- 
tinue and improve upon their previous records. 


Cross Examination 


Nearly two hours of cross examination in the morning ses- 
sion July 16 followed Mr. Pelley’s testimony. He said that it 
was not the purpose of the railroads to offer traffic officers as 
witnesses in support of the railroads’ proposal. That seemed 
to be the signal for hundreds of questions which otherwise 
would have been addressed to traffic men, to many of which 
Mr. Pelley could not make definite answers or to which he 
had to say that the particular point or question had not been 
presented to the traffic officers. 

Commissioner Eastman, in the course of more than half 
an hour’s questioning, traversed traffic questions arising out 
of the fact that in the past year traffic men had made reductions 
to meet motor and water competition, in many instances the 
traffic men asking permission to make the reductions on short 
notice. 

“Were the traffic men consulted as to whether they had 
said that certain traffic could not bear increases?” was a 
typical question asked by Mr. Eastman, who seemed determinea 
to bring out that the proposal was made in the face of declara- 
tions of that import by traffic men. Paul Walker, of the Okla- 
homa commission, asked Mr. Pelley if he would have any 
objection to telling where this application originated, “you or 
the security holders?” 

“So far as I know,” said Mr. Pelley, “it originated with 
us.” Mr. Pelley said that any man’s guess was as good as that 
of any other man as to whether the increase in rates would 
increase or reduce traffic, in anwser to a question by Mr. 
Walker as to whether any one had made a study as to the 
probable effect of the proposed increase. Mr. Pelley said he 
did not know of any such study. 

In answer to questions by Commissioner Lewis, Mr. Pelley 
said that the expedited freight service was somewhat more 
expensive than the ordinary service, but that it was demanded 
by the public and was being used by it. Mr. Lewis also brought 
up the question of de luxe passenger trains. Mr. Pelley said 
that they paid $3 and $4 a mile and were profitable. Mr. Lewis 
suggested that perhaps the expedited freight service was some- 
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thing like an extra fare train, and Mr. Pelley said that in some 
respects it was. The witness assented to a suggestion by Com- 
missioner White, of Alabama, that the fast freight train was 
the railroad answer to fast truck service. 

Commissioner Eastman, in dozens of his questions, showed 
that he had in mind assertions made to him and to other com- 
missioners by railroad traffic men to the effect that higher 
rates would not do the railroads any good. 

In answer to one of Mr. Eastman’s questions, Mr. Pelley 
said that the New England traffic men had changed their minds 
about some of the things they had said about the impossibility 
of obtaining any benefit from increases in the first four classes 
between New York and Boston. That question was asked in the 
light of the fact that only recently the Commission had author- 
ized the New Haven to make low rates on the first four classes 
of freight between New York and Boston to meet water com- 
petition. Mr. Eastman asked about reductions on automobiles, 
iron and steel, anthracite and soft coal, newsprint paper, grain 
and other commodities, with a view to bringing out that the 
traffic men had opposed increases or had not been consulted. 
Mr. Pelley’s answer to many of the questions was that the 
traffic men had recommended the application for an increase of 
15 per cent. Another frequent answer was that that particular 
point had not been raised with the traffic men or that they had 
not been asked that specific question. 

Among other things Mr. Eastman said he had heard was 
that the traffic men had seriously considered a reduction of 
5 cents in grain rates on account of the competition through 
Montreal. Mr. Pelley said that the recommendation was for 
an increase of 15 per cent. 

“At any rate you want to try out this 15 per cent increase, 
don’t you?” asked Mr. Eastman, and Mr. Pelley assented, even 
as to non-ferrous metals about which Mr. Eastman said he had 
been unable to obtain a recommendation from the railroads in 
all the months he had been hearing the non-ferrous case. 

Mr. Pelley said that the 15 per cent increase was requested 
as a result of mathematical computations. Mr. Eastman sug- 
gested that the New Haven was not in danger of not being 
able to get money through impairment of its credit in view of 
the fact that only a few days ago the Commission approved 
an equipment loan on the usual plan at no increase in the 
interest rate. 

“Is there any question Commissioner Eastman inadvertently 
overlooked?” asked Commissioner Meyer when Mr. Eastman 
indicated that he had run out of questions. 

The crowded room roared with laughter at the sally and 
immediately showed that it could think of many questions that, 
in its opinion, Mr. Eastman should have asked. Some of the 
questions that came after Mr. Meyer’s question have already 
been noted. 

In answer to questions by Messrs. Lewis and White, Mr. 
Pelley said that any saving that could be made in the passenger 
service would be small, infinitesimal, he added, so small that 
it would be hard to find in the accounts. R. C. Fulbright asked 
questions to bring out that the New Haven and the Boston & 
Maine had done fairly well in the last two years. In answer to 
questions by W. H. Chandler, Mr. Pelley said it was his under- 
standing that if the Commission allowed the increase, it would 
be the purpose of the railroads to make adjustments in the 
export and import rates so as to preserve the relationship 
between the north Atlantic, the south Atlantic and gulf ports. 

In answer to an inquiry by W. H. Day, Mr. Pelley said it 
was not intended to increase either demurrage or track storage 
charges, but all other charges. 

Mr. Elmquist said that farm prices were about back to 
where they were about thirty years ago. He wanted to know if 
Mr. Pelley, in view of that fact, thought it good policy for the 
railroads to propose rates the highest ever known either in 
time of war or peace. 

Mr. Pelley said that he was not sure that they were the 
highest. 

“You don’t care to express an opinion?” said Mr. Elmquist 
interrupting the witness. The subject was dropped. 

Mr. Bikle in answer to questions said that the proposal was 
to have 15 per cent added to present rates and rates prescribed 
by outstanding orders. That meant that if the increase were 
allowed the new eastern class rates, ordered to be effective 
December 3, would also that the 15 per cent advance, because 
the order is outstanding. 


Scandrett on Stand 


Summarizing railway financial results as far back as 1901, 
H. A. Seandrett, president of the Chicago, Milwaukee, St. Paul 
& Pacific Railroad and chairman of the special committee of 
presidents representing the western carriers, stated that the 
rate of return now being earned by the western lines was the 
lowest of the last thirty years, with the single exception of 1920, 
in which year the Commission authorized general increases in 
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freight rates ranging from 25 to 40 per cent, increases in pas- 
senger fares of 20 per cent, and a surcharge on passengers in 
sleeping cars. In the first four months of 1931 the western 
railways, said he, were earning a return, on an annual basis, 
of only 1.76 per cent upon their property investment. Continu- 
ing, he said: 


From 1901 to 1910, the average rate of return earned by the 
western lines upon their investment was 5.31 per cent; from 1911 to 
1920 their average return was 4.11 per cent; while from 1921 to 1930 
this average was 3.78 per cent. If, from the second decade, the 
years of the United States Railroad Administration (1918-1920) are 
eliminated, the figure for that decade is 4.72 per cent. The carriers 
in the western district have never since the passage of the trans- 
portation act in 1920 earned the fair return to which they are entitled. 
In this ten-year period they have fallen short of earning that return 
by 1,358,000,000. In six of these ten years, their rate of return was 
less than 4 per cent, and the highest return in any year was 4.41 
per cent in 1929. 

It is entirely clear that irrespective of the present depression, the 
earnings of the western railways in recent years have beén too low 
to give them a proper basis for credit. 


Commenting upon the fact that from November 14, 1929, to 
June 13, 1931, a period of 83 weeks, each week showed in the 
Western district a smaller number of freight car loadings than 
for the corresponding week in the previous year, Mr. Scandrett 
stated. “Such a continuously persistent decline, I think, has 
never before been approached in the entire period of railroad 
history.” This decline in traffic, with an accompanying decline 
in rate levels, had resulted in the present railroad crisis, the 
witness testified, and added: 


The question was how should this crisis be met. After careful 
consideration it was decided that a uniform percentage increase 
prsented the only solution, for two reasons. In the first place, the 
rate level as a whole being inadequate, the proper remedy is_ to 
advance the whole rate level. In the second place, any other 
procedure would entail much delay and the situation is so critical 
that every unnecessary delay should be avoided. 

This decision to ask authority for an advance in freight rates was 
reached with great reluctance and only after full and most careful 
consideration. The reluctance was not because of any doubt as to 
the need of additional revenues—that need had been clear to all 
of us for many months. Some of us, however, hoped that we might 
be able to weather the storm and avoid increases in transportation 
charges. I believe now we delayed too long, and that this petition 
should have been filed at an earlier date... 

It would also be highly desirable, in this period of loweerd costs, 
to resume in volume programs of railway improvements which have 
been largely suspended. Such action at this time would be most 
helpful in relief of unemployment. However the credit of the 
western carriers is so impaired that few of them could now ob- 
tain money for additions and betterments by the sale of their 
securities at a price which they, or the Commission, would regard 
as in keeping with prudent management. In the case of the Mil- 
waukee road, plans were made for the purchase of forty modern 
freight locomotives and the application of boosters to 25 locomotives 
now owned. This program, which had to be abandoned because of 
the unfavorable situation, would have resulted in savings of $639,295 
per year. On account of the drastic decline in revenues it was 
necessary for the Milwaukee road to cancel from its 1931 budget 
for additions and betterments, expenditures amounting to $4,518,000, 
of which $1,635,634 would have produced estimated savings of $333,516, 
or 32 per cent. I know from conversations with officers on other lines 
that many, if not all of them, have been forced to curtail similarly 
their improvement programs and for the same reason that forced 
our action on the Milwaukee. 


W. R. Cole Testifies 


The present railroad situation was characterized as a po- 
tential threat to the entire financial and industrial structure 
of the nation by W. R. Cole, president of the Louisville & Nash- 
ville Railroad and chairman of the special committee of presi- 
dents representing the southern group of carriers. 

“The relation between railroad earnings and fixed charges 
is vital,” testified .Mr. Cole, ‘and controls the credit standing 
of the railroads. In 1930, the earnings of the railways in the 
Southern region were only 1.35 times their fixed charges. When 
we consider that the statutes of some of our states prescribe 
as a condition of the eligibility of a railroad bond for invest- 
ment by savings banks a requirement that the earnings of the 
railroad whose bonds are being considered shall be not less 
than 1.50 times the fixed charges for five out of six preceding 
years, including the year immediately preceding, this figure of 
southern earnings assumes the gravest significance. With the 
enormous decrease in railroad earnings during the current year 
below those of 1930, it is evident that the availability of most 
railroad bonds for such investments is not only seriously threat- 
ened but will certainly be destroyed if some way is not found 
to improve railway earnings. It would be difficult to over- 
estimate the potential threat to our entire financial and indus- 
trial fabric which this situation discloses.” 

Discussing the vital necessity of maintaining adequate rail- 
way credit, Mr. Cole continued: 


A railroad plant can never be a finished project if the railroads 
are to keep step with the pace of modern civilization, and it is surely 
true that there will be a constant and continued need, so far as 
we can now foresee, for new capital to enable the railroads to main- 
tain the character of service which the business of the country 
requires, It is also true that constant necessity will arise for refund- 
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ing operations in connection with maturing obligations, the success 
of which will depend entirely on the state of railroad credit. A 
railroad is absolutely dependent in obtaining new capital upon the 
earning power of the property, and earning power is in turn depend- 
ent upon the rate level and the volume of traffic. The inadequacy 
of the present rate level is amply demonstrated by the inability of 
the railroads to earn a fair return upon an unprecedented volume of 
traffic generally during the period 1926-1929, inclusive. In the present 
emergency, it is no longer a question of a fair return, but of a return 
sufficient to avoid the disaster of receiverships in the case of many 
railroads and the maintenance of reasonable credit on the part of 
all of them. The railroads of the southern region are now earning 
a return upon their property investment running at the annual rate 
of 1.53 per cent and even this meager showing has been made possible 
only through the adoption of heroic measures to meet the existing 
emergency. 


Mr. Cole replied to criticisms of railway management which 
have been made in various quarters. 

“The statement will remain unchallenged,” he said, ‘that 
regardless of any shortcomings which may be pointed out there 
are no more efficiently operated railroad systems in existence 
than those in the United States.” 

Continuing, he said: 


In this connection I am fully aware of the criticism which is 
directed toward so-called wasteful competition in the matter of alleged 
excessive competing passenger train service, fast freight service, 
uneconomical, circuitous hauls, and so forth. I do not claim that the 
rail carriers of the country are operated in a manner in every re- 
spect beyond criticism, or that their accomplishments are perfect. 
No human instrumentalities with which I am familiar can make this 
claim. I think, however, it is a self-evident fact that making due 
allowance for any criticism which may be directed toward railroad 
managements with respect to any elements of wasteful competition 
that may exist, the sum total of savings to be effected through a 
correction of these evils, if they be such, would represent only a 
relatively small saving and would increase the net revenues of the 
railroads only to a small extent as compared with the magnitude of 
the emergency with which they are at present confronted. It is 
fair to say in this connection that it is a matter of some doubt in 
my mind whether the traveling and shipping public desires, or would 
submit to, the suppression of competition which fully meeting these 
criticisms would entail, and it is not inopportune to call attention 
to the fact that our regulatory system of rail carriers contemplates 
the maintenance of a reasonable amount of competition for the busi- 
ness of the country. 

Obviously an emergency exists in the matter of the revenues 
of the railroads and this emergency exists despite the high standard 
of efficiency and economy with which the railroads as a whole are 
being operated. It is equally obvious that this emergency must be 
met through an increase in the net revenues of the railroads. I 
should like to emphasize the proposition that the pending applica- 
tion is a case involving the general level of the carriers’ rates and 
not an ordinary rate case. In such a proceeding, I understand that 
the carriers are justified in invoking the provisions of section 1l5a 
of the transportation act, and asking the Commission to adjust the 
general level of their rates so as to conform to the standard there 
provided. The section itself indicates that in other proceedings the 
Commission has power to deal with individual rates in accordance 
with established principles, but in a case like this I do not understand 
that such questions are properly involved. The increase of 15 per cent 
now sought is believed to be the minimum increase which would even 
measurably relieve the present emergency, although the level of rates 
so produced would fall far short of the statutory rate of return. 

If the railroads are to be deprived of a fair return during periods 
of prosperity on the ground that they are not confronted with any 
emergency requiring it, and likewise are to be deprived of such fair 
return during periods of depression on the ground that general con- 
ditions do not admit of it, then it is obvious that at no time can 
they hope to receive the fair return on their property as required by 
both the common law and the statute law, and the rate-making — 
vision of section 15a of the transportation act, as indicated by Con- 
gress, become an empty gesture. 


INVESTIGATION OF PRACTICES 


The Traffic World Washington Bureau 


“The Interstate Commerce Commission, finding it important 
to know whether certain practices of carriers by railroad sub- 
ject to the act which affect operating revenues and expenses 
are lawful and consistent with economical and efficient man- 
agement, and to have full and complete information necessary 
to perform its duties, has instituted, upon its own motion, a 
proceeding of inquiry and investigation into and concerning 
practices of carriers as above indicated,” the Commission said 
in a statement late July 13. 

“The proceeding has been designated as Ex Parte 104 and 
administrative charge thereof assigned to division 6, Commis- 
sioners Eastman, McManamy and Lee. 

“The subjects armounced as first to be investigated are 
prices paid for railroad fuel and the practices in connection 
with the handling of coal at tidewater points, lake coal, private 
freight cars, the spotting of cars at industries, and the con- 
struction and maintenance of sidings for shippers. They will 
be set down for hearing as separate parts of this investigation, 
at times and places subsequently to be announced. Other sub- 
jects will be announced from time to time.” 

Coming on the heels of the -fifteen per cent case, the insti- 
tution of the inquiry was regarded as having been influenced 
by the fifteen per cent application of the carriers, though the 
advisability of such a proceeding has been under consideration 
for a long time on account of discoveries made by the Com- 
mission’s service bureau in connection with reciprocity in buying 
and in the investigations about car service complaints. W. P. 














at BUFFALO, N.Y. 


Ultra-modern warehouses, located in the very heart of the 
wholesale and retail districts, are served by ail railroads 
entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. 


We offer every service that your own branch could furnish 
other than selling the merchandise. 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 
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Here fifteen of the largest ocean cargo carriers can be 
worked simultaneously. Waterside storage is provided 
by two reinforced concrete and steel structures of over 
1,000,000 square feet. There is railroad storage for over 
500 cars. Tracks extend the entire length of all piers. 
The 25-acre yard adjacent to the piers is devoted to the 
storage and distribution of lumber. 

Our negotiable receipts are accepted by all financial insti- 
tutions as best collateral security. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 
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Tues five great terminals offer facilities to the merchant 
marine, shippers, distributors and consignees of export and import 
cargoes that are nowhere else available. Centralized management directed | 
by executives of long experience in terminal and warehouse operation 
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Eleven mammoth warehouses, conveniently located chrough- 
out the city, provide over 2,100,000 square feet of excellent 
storage space. Each property is served by P. R. R. sidings. 
The Merchants Warehouse Company are the largest op- 
erators of warehouses in Philadelphia and are equipped 
to furnish all kinds of service incident to the handling of 
package freight on L. C. L. shipments. Liberal cash ad- 
vances may be had on stored goods. Insurance rates are low. 


MERCHANTS WAREHOUSE COMPANY 


Malcolm A. Buckey, Assistant Treasurer 
10 Chestnut Street 
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at NEW YORK 


Shippers and distributors are offered the facilities of two 
modern, fireproof, double-deck piers, 1320 feet long by 
150 feet wide, located within the free lighterage limits, 
affording shipments via all railroads. Slips 250 feet wide 
provide quicker docking and undocking, which materially 
speeds arrivals and departures. There are no lighter or 
barge detentions ... no long trucking... no piling .. . 
fireproof storage direct from ship. Storage handling 
charges and insurance rates are unusually low. 


ATLANTIC TIDEWATER TERMINALS 


George W. Green, Vice-President and General Manager 
17 State Street 


and ALLIED INLAND WAREHOUSES =~, rh 


HARVEY C.MILLER President 


W.B.MCKINNEY Secretary & Treasurer 
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Bartel, director of that bureau, will have dircet charge of the 
proceedings. 

Inquiry into the lawfulness, efficiency and economy of prac- 
tices of the railroads, instituted in Ex Parte 104, would have 
been instituted even if the railroads had not made their applica- 
tion for a 15 per cent increase in rates which resulted in the 
creation of Ex Parte 103. However, the filing of the applica- 
tion for an increase, based in part at least on an allegation of 
inability to achieve further economies, it is believed, hurried the 
institution of the latest inquiry. 

For more than two years the Commission’s bureau of 
service has been going through the correspondence of the rail- 
roads in connection with the inquiry into reciprocity in buying. 
In the course of that search for evidence that big shippers or 
their officers have used threats to divert tonnage to induce 
carriers to buy certain sorts of materials or supplies, the Com- 
mission inquisitors have turned up many things concerning the 
relations between railroads and big shippers that suggested the 
necessity for more information on the subject. 

Like interesting discoveries have been made in the course 
of inquiry into complaints about poor car service. Among com- 
plaints of that sort have been allegations that railroad officers 
have been indifferent in the matter of train schedules when 
shippers have pointed out that if the schedules were changed 
tonnage could be kept from the trucks. 

But the things that most amazed the Commission men were 
facts tending to show that the railroads, to favor big shippers, 
have held cars loaded with coal, many miles from mines or 
docks so as to avoid the obvious accrual of demurrage. They 
also found facts which seemed to warrant looking into the 
handling of private freight cars to ascertain if their practices 
were not resulting in favors of value to influential shippers at 
the cost of the railroads. They also found what they thought 
were favors to big shippers in the construction and maintenance 
of sidetracks, and the spotting of cars at big industries. 

Among the subjects that probably will be gone into after 
the present list of subjects is exhausted is that of bonuses paid 
to railroad officers in addition to salaries, the allegation being 
that some of the railroads have imitated industries in giving 
their officers bonuses without obvious reasons therefor. 

“The order instituting the inquiry said that sections 12 and 
15a of the interstate commerce act had been under considera- 
tion. These sections authorize the Commission to inquire into 
the practices of the carriers with respect to management to 
determine whether it has been efficient and economical. 


FREIGHT RATE INCREASE 


The Traffic World Washington Bureau 


The Commission, in a statement relating to the hearing in 
Ex Parte 103, said procedural matters in the case had been as- 
signed in the first instance to Examiner William A. Disque. 
Continuing, it said: 


All parties desiring to make inquiries, requests, or motions, offer 
evidence, or to be otherwise heard by the Commission will please 
confer with Examiner Disque, Room 843, at least 15 minutes before 
the hearing or in the hearing room between 9:45 and 10 a. m. 

Each day the Commission would like to have an outline of the 
order in which witnesses will be presented and an idea of the gen- 
era] nature of their testimony. To this end the parties are asked to 
confer with Examiner Disque. 

The state commissioners sitting with the Commission will have 
as their office Room 1115. 


Secretary McGinty, of the Commission, has issued the fol- 
fowing statement: 


The correspondence part of the docket in Ex Parte 103, application 
of carriers for proposed increases in freight rates and charges, con- 
tains letters written by Secretary McGinty, advising parties that no 
advance, formal nor informal written nor printed, pleadings nor pro- 
tests, are necessary in this proceeding. If filed they have the same 
status as letters and will be placed with the correspondence in this 
case. 

Secretary McGinty’s letters advise further that all parties desiring 
to offer testimony pertaining to the questions presented by the car- 
riers’ petition may appear for that purpose at future hearings already 
announced or to be announced, but first they should advise the Com- 
mission of the general character of the evidence and approximate time 
required to introduce it. 

Secretary McGinty further advises that so many requests have 
been and are being received from parties that their names be placed 
on the list to be notified of proceedings in this case that it will not 
be practicable to maintain any mailing list, except of parties who take 
active part in the proceeding after entering their appearances at the 
hearings; but that full publicity will be given through the daily press 
and traffic publications to any and all announcements regarding hear- 
ings, briefs, arguments, etc., so that all parties may be kept advised. 


penutor Thomas, of Idaho, in a letter to the Commission, 
said ne was not hostile to the carriers, but that this was no 
time for an increase in rates. A similar position was taken in 
a letter from Senator George of Georgia, who said agricultural 
products partictlarly could not stand the increase asked. 

William E. Stark, president, Cochran Chair Company, 
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Aurora, Ind., believed that an increase in rates would be gen- 
erally beneficial. Others supporting the petition of the carriers 
were the Chamber of Commerce of the Borough of Queens, New 
York City, and the Pennsylvania Pump & Compressor Company, 
Easton, Pa. 

Letters in opposition to the petition have been received 
from E. H. Smith, traffic manager, Andrews Steel Company; 
Thomas H. Peery, Wo-Mac Oil Company, Wichita Falls, Tex.; 
M. C. Dawson, president, Bank of Dawson, Ga.; C. S. Fensum, 
Watkins-Cottrell, Company, hardware, Richmond, Va.; Louis 
Carr, Southwest Lumber Company, Alamogordo, N. M., and 
R. D. Springer, commissioner, Traffic Bureau-Chamber of Com- 
merce, Sioux Falls, S. D. 


Petitions of intervention in Ex Parte 103, in the matter of 
increases in freight rates and charges, in support of the rail- 
roads’ application, were filed with the Commission July 13 by 
the Security Holders’ Committee on the Railroad Emergency 
and by the Emergency Committee on Railroad Investments of 
Life Insurance Companies and Mutual Savings Banks. The 
former represents certain classes of institutions that are large 
investors in railroad securities, including fire insurance com- 
panies, trust companies, etc., while the latter represents the 
interests indicated by the name of the committee. The insti- 
tutions represented by the committee on railroad investments of 
life insurance companies and mutual savings banks hold railroad 
bonds in excess of three billion dollars, according to the petition. 

Both petitions point to the “radical impairment in the mar- 
gin of safety of interest on railroad bonds in the past year and 
a half.” In the five calendar years ended December 31, 1929, 
the railroads earned their fixed charges, on the average, 2.12 
times, according to the interveners, and in 1930 they earned 
them only 1.76 times. On the basis of net railway operating 
income for the first five months of 1931, fixed charges will be 
earned in the present year only 1.27 times, it is asserted. The 
life insurance companies and savings banks assert that unless 
there is a radical improvement in earnings in the last eight 
months of the year, 20 of the 67 largest railroads in the country 
will not earn their fixed charges in 1931 and 22 and will earn 
them less than one and a half times; that, on account of this 
decline in the margin of safety on railroad bonds, the bonds 
of 21 of the 35 roads now legal for investment in New York 
may be stricken from the legal list at the beginning of 1932. 
It is asserted that in view of these conditions the companies 
and banks may not feel justified in making further investments 
in railroad bonds except in those cases where the fixed charges 
of the particular road are amply earned. It is asserted that the 
companies and banks believe that the direct result of an in- 
crease in railroad rates would be to increase purchases and 
employment and that the indirect effect of such an increase 
would be to strengthen general confidence, and that thus the 
granting of the relief sought by the carriers would contribute 
to a revival of business and to an earlier termination of exist- 
ing depression. They contend that the Commission is under a 
legal duty to establish increased rates, and that since an emer- 
gency of gravest character admittedly exists, emergency relief 
must be granted. It is pointed out that since October 1, 1930, 
there has been a depreciation of nearly $700,000,000 in the mar- 
ket value of railroad bonds on the New York Stock Exchange. 
The importance of safeguarding the credit of the railroads is 
emphasized in the petition. Equally significant with the de- 
cline in value of railroad bonds, is, according to the security 
holders’ petition, the decline in market value of railroad stocks. 
It says a person who, in 1906, invested $1,000,000 in 26 railroad 
stocks, being the largest railroads in the country whose stock 
is listed on the New York Stock Exchange, would have suffered 
a loss of over 40 per cent. 

“The significance of the decline in stock values,” it is 
asserted, “is stated to be not only its demonstration of the 
impracticability under present conditions of accomplishing any 
substantial financing by the sale of stock, but also that the 
stock values represent the equity which constitutes the margin 
of safety for bonds and thus are of great importance in deter- 
mining the state of carrier credit.” 

Coastwise steamship companies and other water lines pub- 
lishing and/or participating in joint and/or through rail-water- 
rail, water-and-rail, proportional and local rates, subject to the 
jurisdiction of the Commission, have filed a petition concurring 
in the railroads’ petition for an increase of 15 per cent. They 
say they wish to observe the same differentials as at present 
exist in their rates. The revenues of the water lines, it is 
asserted, have been seriously adversely affected in the last two 
years. Motor competition has hurt the water lines as well as 
the rail lines, according to the petition, the Clyde Steamship 
Company having discontinued semi-weekly service between 
New York and Baltimore for that reason. 


The Traffic Bureau of Nashville, Tenn., by T. M. Hender- 
son, commissioner, has filed a protest against increases based 
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solely on the revenue needs of the carriers. It is also asserted 
that existing rates are unusually high. 

The California Citrus League has filed a protest against 
any increase in the rates and refrigeration charges on citrus 
fruit, asserting that the citrus fruit traffic cannot bear any 
increase in its freight burden, due to the fact that growers are 
now failing to meet costs of production and market conditions 
do not permit any increase in prices. C. O. Cornwell, chairman 
of the league’s traffic committee, said a 15 per cent increase 
would add $22,000,000 annually to the freight burden paid by 
California fruits and vegetables. Of the $22,000,000, said he, 
about $18,000,000 would accrue to the lines west of Chicago, 
of which most would be received by the Santa Fe, Union Pacific 
and Southern Pacific. He said whatever might be said of other 
railroads, “these three carriers cannot by any stretch of the 
imagination be said to be in dire distress; on the contrary, 
they are continuing to pay high dividends and their securities 
are in demand by investors, even in the present depressed 
security market.” The league contended that an increase in 
rates would divert traffic from the rails and also that a per- 
centage increase was improper on long-haul traffic such as the 
transcontinental movement of citrus fruit from California and 
Arizona. A joint protest against the proposed increase on fruits 
and vegetables from California and Arizona was issued by the 
league and the Western Growers’ Protective Association and 
the California Growers’ and Shippers’ Protective League. 

A plea for favorable consideration by the Commission of 
the carriers’ application for an increase in rates is made by 
C. T. Stripp, traffic manager, National Malleable and Steel Cast- 
ings Company, Cleveland, O., in a letter to Secretary McGinty, of 
the Commission. The letter follows: 


When our railroads suffer from inadequate revenue, depression 
is immediate refiected over the country at large and industry suffers. 

When the railroads prosper, that prosperity is likewise reflected 
throughout the length and breadth of our land. 

In response to the application of the carriers filed with your hon- 
orable Commission for consideration and for permission to establish 
rates which will restore adequate revenues, it was the pleasure of the 
writer to inaugurate the motion which brought the Cleveland Cham- 
ber of Commerce as the first association of its kind to the support 
of the carriers. 

If the application is granted, I am confident that the railroads 
will apply it wisely and in such a manner that hardship on industry 
will not follow. Also that as a result of the increased revenues, it 
will enable them to effect such further tariff adjustments that much 
of the traffic to which they are properly entitled will be influenced 
back to them. . 

May I bespeak a tolerant attitude on the part of the Interstate 
Commerce Commission to the plea of the railroads with the further 
admonition, that, to starve the railroads also starves industry. 


W. E. Long, traffic manager, Manufacturers’ Association, 
Sterling, Ill., in a letter to Secretary McGinty, said that if the 
carriers needed the increase they were asking for or any in- 
crease in rates, they, no doubt, needed it now, “and I am and 
have been of the opinon for some time that if an increase of 
$5 per car were granted regardless of commodity, weight, 
destination or length of haul, that this would afford the carriers 
the necessary relief.” Continuing, Mr. Long said: 


It would mean to them 200 million dollars a year at least on an 
estimate of 40 million cars for the current year, which estimate is 
based upon the carloadings for the first twenty-four weeks of 1931. 

This plan, I believe, would also preserve all of the existing rela- 
tionships in rates, as an increase in a given number of dollars per 
car would not place a greater burden on one section of the country 
than on another; furthermore, any direct revenue loss to the carriers 
caused by heavier loading would be much more than offset by 
decreases in operating costs account of such intensive loading, and 
while an increase in a given number of dollars per car would not 
only preserve the present relationship in rates, many of which have 
been fixed by the Commission in the past, it would also preserve 
the relationship sought for in cases now pending before the Com- 
mission and afford the carriers substantial relief without increasing 
the less than carload rates, increases in which would, no doubt, 
have the effect of driving such additional volume of traffic to other 
forms of transportation as would offset any advantage gained by 
such increases. 

The Central Electric Railway Association has advised the 
Commission it concurs in the petition of the steam lines for 
an increase in rates, but asks preservation of relationships. 

The National Retail Lumber Dealers’ Association, by A. J. 
Hager, has protested to the Commission that lumber can stand 
no increase whatsoever. The board of directors of the Southern 
Pine Association has taken a similar position, adopting a resolu- 
tion to that effect and providing for participation in the pro- 
ceeding before the Commission. These lumber interests take 
the view that the granting of the increase asked by the rail- 
roads would be the first step toward government ownership of 
railroads and that the next logical development then would be 
federal ownership of natural resources. 


INDORSES RATE INCREASE 


The board of directors of the Elizabeth, N. J., Chamber of 
Commerce has indorsed the application of the railroads for an 
increase in freight rates and petitions the Commission to give 
its early and favorable consideration to the granting of the 
application 
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DATA FOR INCREASED RATE CASE 


The Traffic World Washington Bureau 


As a service for those interested in Ex Parte 103, in the 
matter of proposed increases in freight rates and charges, the 
Commission, through its bureau of statistics, has made public 
a compilation of financial and operating statistics. From those 
figures persons so minded may reach a conclusion as to the 
aggregate value of the property devoted by the railroads to the 
public service. The compilation, however, is not an aggregate 
value of the property of the railroads such as the Commission 
may use in this case. However, the figures shown in the com- 
pilation may closely approximate an aggregate value at which 
the Commission may arrive. 

The work by the valuation bureau of the Commission in 
gathering data for the aggregate value (see Traffic World, July 
11) was not completed when the compilation was issued. The 
valuation data which that bureau is gathering will not com- 
prehend anything beyond 1929, because figures showing addi- 
tions and retirements are not in hand beyond 1929. Any aggre- 
gate value which the Commission may use in this case will 
have to be composed of definite valuation figures not later than 
1929 and book value figures reported to it by the railroads since 
1929. 

On account of the intention of the Commission to have for 
its use in this case a revised aggregate value the figures per- 
taining to the net book value of the property of the railroads 
carried in this compilation attracted much more attention than 
any other part of it. The net book values pertain to 1929 and 
1930. They are shown under the general caption of balance 
sheet items. The tables in respect of the net book value as 
of December 31, 1930, are divided into four columns, as follows: 
Without working capital; Interstate Commerce Commission 
tentative final values adjusted to the same date; the figures of 
column 1 distributed according to district proportions created 
by the figures pertaining to the final values made by the Com- 
mission, and figures showing the net book value plus working 
capital. Similar figures are given for 1929. 

The net book value as of December 31, 1930, without work- 
ing capital, is shown as $23,518,000,000. The Commission’s ten- 
tative final values adjusted to December 31, 1930, are shown as 
$21,691,000,000. The net book value, plus. working capital, is 
shown as $24,078,000,000. The compilation shows the net book 
value distributed among the various districts in accordance with 
the proportion created for each district by the Commission’s 
tentative final values. The total in that column, of course, is 
the same as in the column devoted to the net book value as of 
December 31, 1930. This distribution is deemed desirable, be- 
cause, in the view of Commission men, the book value figures of 
the eastern district railroads are so much more conservative 
than those of the western that unless a distribution is made the 
compilation will be misleading to those who depend upon the 
Commission valuation reports to guide them to a conclusion as 
to the relative property values of the various districts. 

Differences in working capital, shown in the compilation, 
are due to the fact that it is the practice of the railroads to 
count as working capital, the cash on hand, and material and 
supplies. That is not the way the Commission counts working 
capital. In each valuation report it gives a judgment as to 
the amount of money which should be counted as working cap- 
ital for that particular railroad. 


The table showing figures for 1930 follows: 
Table 24. Net book value (adjusted) by districts, 1931 Class I 


railways and nonoperating subsidiaries. (Includes switching and ter- 
minal companies.) Millions of dollars: 


District (1) (2) (3) (4) 
inmate GBT non esc ccevonces 9,565 9,318 10,103 10,370 
Kastern district including poca- 

MOTKOS TORE cccccessccese 10,631 10,278 11,144 11,432 
Bouter GIs: oc ccvccceceose 3,955 3,758 4,075 4,158 
Southern district excluding 

pocahontas region ......... 2,889 2,798 3,034 3,096 
WORKER GIOCPICE co cccccccvccens 9,998 8,615 9,340 9,550 

A GRO .cvccccccescces 23,518 21,691 23,518 24,078 


(1) Net book value, Dec. 31, 1930,* without working capital. 

(2) I. C. C. tentative final values adjusted to Dec. 31, 1930.+ 

(3) Column (1) distributed according to district proportions of 
column (2). 

(4) Column (3) plus working capital.t 

*Accounts 701 and 702, investment in road and equipment, less 
accrued depreciation, accounts 775 and 776. Includes certain property 
in Canada operated by United States railways. 

+Adjustments based on annual report. 

tWorking capital based on the ratio of working capital to op- 
erating expenses obtaining in the year of valuation. 


The table for 1929 shows a net book value as of December 
31 of that year, without working capital, of $23,048,000,000; 
Commission tentative final values adjusted to the same date of 
$21,172,000,000, and net book value plus working capital of 
$23,701,000,000. 

The compilation carries traffic statistics of the three classes 
of railroads, both freight and passenger, for all years 1910 to 
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1930, both inclusive, for the country as a whole and for each 
of the districts, showing the composition of freight traffic and 
the revenues derived from each group of commodities. 

Freight revenues, passenger revenues, and total operating 
revenues of Class I railroads, by months, are shown for 1920, 
1921, 1922, 1929, 1930 and the first five months of 1931. Oper- 
ating ratios and other matters of similar sort are also brought 
into a narrow compass for the use of those who will desire to 
participate in the case in a statistical way. The compilation 
will enable them to use figures without performing the laborious 
task of taking the monthly and annual reports of the Commis- 
sion as sources of final figures desired by them. 

One of the tables shows the net railway capital of all steam 
railways regarded as one system in the years 1920 and 1929, ex- 
clusive of the securities of switching and terminal companies. 
That table shows that at the close of 1920 the outstanding cap- 
ital stock amounted to $6,707,000,000; the unmatured funded 
debt, $10,287,000,000, and the total, $16,994000,000. In 1929 the 
capital stock amounted to $7,213,000,000, and the unmatured 
funded debt, $11,467,000,000, making a total of $18,680,000,000. 

Another table shows the capital stock upon which dividends 
were yielded and the amount and rate of dividends, in 1910, 
1920, and 1929, of all steam railways, excluding switching and 
terminal companies. It shows that in 1910, 66.71 per cent of 
the stock yielded dividends; that in 1920 the dividend yielding 
stocks fell to 57.30, while in 1929 the percentage climbed back 
to 76.23. ‘ 

In 1929, 78.06 per cent of the Class I stock yielded dividends, 
while in 1930, 78.33 per cent yielded dividends. The average 
rate on dividend yielding stock in 1910 was 7.5 per cent; in 
1920, 6.52 per cent; in 1929, 7.47 per cent; in 1929, on Class I 
stock, 7.67 per cent, and in 1930, 7.82 per cent. The table shows 
the ratio of dividends declared for all stock was 5 per cent in 
1910, 3.74 per cent in 1920, 5.7 per cent in 1929, 5.99 per cent 
on class I railways in 1929, and 6.13 per cent in 1930. 

A table in the compilation shows wage statistics for all 
years from 1916 to 1930, except switching and terminal com- 
panies. That table shows that the average number of employes 
at the middle of the month of December in 1916 was 1,647,097, 
with an annual compensation of $891.62 an employe. In 1920 
the average number of employes at the middle of the month of 
December was 2,032,832 and the average annual compensation 
was $1,820.12. They were the high and low figures. Prelimi- 
nary figures for 1930 show the average number of employes as 
1,487,730 in December and the average compensation, $1,714.39. 


APPROVES REVENUE SUGGESTION 


Editor The Traffic World: 

Relatively to your editorial in the July 11 edition of The 
Traffic World entitled “A Rail Revenue Suggestion.” 

In my opinion, based on over 25 years’ analysis of the freight 
transportation situation in the United States, your suggestion 
that the necessary revenue be raised by a freight charge on 
each car of freight moved is the logical and proper solution of 
the rail revenue situation. 

This principle has been utilized before in emergency situa- 
tions, particularly in connection with the detention of cars, 
notably on lumber during extreme car shortages, and in other 
instances such as the differential rates accorded the K. C. M. & 
O. during the year 1924, at which time a differential of $7.50 per 
car, regardless of weight, was published in various tariffs, such, 
for example, as S. W L. Tariff 95-E, Item 337, in connection with 
which the provisions as to routing were authorized by special 
permission of the Interstate Commerce Commission, No. 67974, 
of June 21, 1924. 

Not only do I feel that the suggestion made in your editorial 
should prevail, but I believe that every traffic man who reads 
The Traffic World, as well as any others who familiarized them- 
selves with your suggestion, should express themselves favor- 
ably to the Commission in this connection. 

Geo. A. Rautenberg, President, 

Chicago, July 13, 1931. College of Advanced Traffic. 


SHIPPERS AND RAILROADS 


Editor The Traffic World: 

Your editorial in the July 4 issue was certainly a “wow” in 
the way of a verbal spanking. 

As one of the individuals who felt free to announce them- 
selves in opposition to the application for increased rates as pre- 
sented by the carriers, I am taking this means of trying to right 
myself with the traffic fraternity, with whom I have been asso- 
ciated for more years than I care to remember, for this grievous 
error in judgment. 

It was quite apparent from the activities of the oratory and 
public relations committees of the carriers throughout the last 
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year that the public mind was being prepared for the reception 
of the increased freight rate idea and even at that remote time 
I entertained the idea that, if the increase sought became a 
reality, it would be necessary for me, in the interests of my prin- 
ciples, to object to the program. 

When the application was finally submitted my expectations 
were realized. The measure was submitted to the Commission 
as an “emergency measure” and, if I am correctly informed, the 
carriers were hopeful that the application would be granted and 
the inquest held later. 

In the first place, having elected to speak, it was necessary 
that I speak for myself, since our membership is not affiliated 
with the NIT League, boards of trade, chambers of commerce, 
or others. 

In this connection, it seems strange to me that you continu- 
ally allude to the NIT league as the national organization of the 
shippers and receivers of freight of the United States when, as 
a matter of fact, in almost every case the League has been dis- 
credited as such where it attempted so to function. 

The League is but one organization of many representing 
the shipping public of this country and it may well have been 
surprising had the League, in the instant proceedings, elected to 
speak for the shipping public as a whole. 

In the second place, having gone through practically every 
percentage rate increase case that has been before the Commis- 
sion, one might presume, in the light of such an experience, to 
be able to anticipate to some degree what will transpire in this 
case, though, as you state, we have as yet had no hearings and 
have listened to no argument or testimony. 

The anthems in this proceeding as in the earlier cases will 
be: ‘We Need the Money”; “Maintain an Efficient Transpor- 
tation System,” and “Railway Credit,” and the testimony and 
argument will be in accord with these tunes. 

In the third place, the proposal of the carriers is vague and 
indefinite to that degree that no one, even carrier representa- 
tives with whom I have come in contact, knows at this time 
what is actually contemplated with respect to the application of 
the increase, if and when granted, as applied to specific com- 
modities. 

In connection with coal and coke and certain other com- 
modities it is proposed to continue the present group differen- 
tials. Does the Traffic World know what are these “certain 
other commodities?” 

In the fourth place, representing producers and receivers of 
basic materials, I am unalterably opposed to percentage increases 
for the reason, primarily, that such plans invariably destroy and 
distort commercial and community rate relationships to ~the 
degree that patronage is shifted from one source of supply to 
another. 

The Commission in the last ten years has evolved many rate 
adjustments where, under a differential or mileage scale plan, a 
well balanced competitive rate structure has been established. 
Shall the efforts of the Commission in this direction be brought 
to naught by a percentage increase which will destroy this com- 
petitve rate relationship? 

Finally, in 1929, class I carriers earned $1,247,744,188, 
which represented a return on property investment of 4.95 per 
cent, or in a fat year, considerably less than the 5.75 per cent 
return contemplated by the transportation act. 

For the first four months of 1931 the return on property 
investment is at the rate of 2.11 per cent. 

From this I make the deduction that, if an individual or an 
agency can pay you but $2, it is needless to try and get more, 
and, as a result, I am not at all convinced that an increase in 
freight rates will in any way solve the present economic dilemma 
with which we are beset. 

If an increase in freight rates is the solution, then we are 
for it, but we must be satisfied on that score, and an orderly 
proceeding before the Commission is the place that objective 
should be realized and in such proceedings we still believe we 
possess the prerogative of acquainting the Commission with our 
position at any time and by any agency that we choose. 

R. E. Riley, Traffic Director, 


Chicago, July 11, 1931. Ill. Silica Sand Traffic Bureau. 


BECK SCOLDS COMMISSION 


New York dispatches contain the following statement from 
Congressman James M. Beck, of Pennsylvania, of the House 
committee on interstate and foreign commerce, with reference 
to the advanced rate case: 


If the Commission delays this vital matter until the snow flies, 
I shall ask my colleagues of the House interstate commerce commit- 
tee to consider earnestly whether the Commission has not outlived 
its usefulness and whether all necessary regulatory power could not 
be wisely concentrated in a smaller and more speedy governmental 
agency. 

From the very leisurely program which the Commission has an- 
nounced it is likely that the leaves of autumn will be falling, and 
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possibly the snows of winter, before this unique circumlocution office 
makes a decision. 

n the meantime financial interests, representing over $24,000,- 
000,000 of securities, are jeopardized. 

There seems to be no excuse for such inordinate delays, except 
that we are in vacation days. But bonds rise or fall without respect 
to the calendar, and if our President can forego his well-earned vaca- 
tion why can not the Commission hear all that can be urged and 
reach a prompt decision? 

The facts are within the Commission’s possession and indicate 
a falling off of railroad revenues of nearly 40 per cent. This imperils 
billions of railroad bonds as legal securities. 

The depression of 1921 ended when the railroads were given com- 
pensatory rates and the present depression would be substantially 
—— if the Commission would sit from today and make a prompt 

ecision. 

No one can dispute the facts. They are known to all men and 
yet the nation must silently await a long and tortuous hearing to 
satisfy the formalities of the Commission, 


TRAFFIC LEAGUE AND RAILROADS 
The Traffic World Washington Bureau 


The executive committee of the National Industrial Traffic 
League at a meeting in Washington July 15 took no action 
with respect to the declaration of policy adopted by the railroads 
last November. In an interview relating to this matter, W. H. 
Chandler, chairman of the committee, after the meeting, pointed 
out, that after the declaration had been made, the League 
appointed a special committee to consider it and to make reply. 

When the report of that committee came up for considera- 
tion by the executive committee of the League, said Mr. Chan- 
dler, information was given to the committee that there was 
a probability of the declaration of policy being modified by the 
railroad executives at a meeting that was to have been held 
shortly after the date on which the executive committee of the 
League met in Chicago. At the meeting of the railroad execu- 
tives, according to Mr. Chandler, action was taken toward seek- 
ing a conference with officers of the League and at a meeting 
of the executive committee of the League, held in New York 
the latter part of May, Richard H. Aishton, president of the 
American Railway Association, and J. J. Pelley, president of the 
New York, New Haven and Hartford, chairman of the execu- 
tives’ special committee, “frankly stated to the executive com- 
mittee of the League that the declaration of policy was put 
out merely as a ‘feeler’ for the purpose of obtaining the reaction 
of the shipping public and that the carriers were not committed 
to any specific legislation covering the subjects embraced in the 
declaration.” 

Mr. Chandler said it was suggested that a further confer- 
ence with the railroad executives be had and such a conference 
was arranged for and was held in Chicago June 25, at which time 
it was agreed that the carriers and the League should set up 
a small committee for the purpose of agreeing as far as possible 
on a legislative program for consideration by the next Congress 
or, in event of failure, to agree definitely to determine the 
grounds of disagreement. In conformity with the suggestion, 
continued Mr. Chandler, both the carriers and the League had 
appointed small committees for the purposes suggested. These 
committees, said he, had not yet met but were expected to get 
together before Congress met. He said it was understood that 
the committees would report the results of their efforts to their 
principals and that the railroad executives and officers of the 
League would get together for the purpose of discussing the 
committees’ reports before any definite action would be taken 
by either side. 

Having outlined the situation thus, Mr. Chandler said that, 
in view of the action of the railroad executives, it was felt that 
it would be inappropriate for the League at this time to make 
any comment on the declaration of policy. 

While the negotiations referred to were in progress, how- 
ever, he added, the railroads filed a brief with the Commission 
in the coordination of motor transport proceeding which appar- 
ently indicated that the railroads did have a definite policy with 
respect to that subject. He said he understood, however, there 
was considerable difference of opinion in railroad circles re- 
specting the wisdom of urging at this time regulation of the 
motor truck. He said the declaration of policy, however, em- 
braced problems that only could be solved through additional 
legislation and the League indicated a willingness to confine 
its activities at this time to the legislative program embraced 
in the declaration of policy, realizing that it would have ample 
opportunity in the event of the Commission recommending 
legislation which the League considered adverse to its interests, 
to present its views to the congressional committees in charge 
of the legislation. 

When asked about the position of the railroads with respect 
to the declaration of policy, in the light of Mr. Chandler’s state- 
ments, Mr. Aishton said the railroads had reached the definite 
conclusions set forth in the program as to what should be done 
but had not reached definite conclusions as to how the ends 
in view could be accomplished by means of legislation. There- 
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fore, he said, it was the desire and intention of the railroads to 
hold conferences with others so as to have facts on which they 
could found definite legislative proposals. He said the declara- 
tion was not a “feeler”’ in the sense of the railroads seeking 
to ascertain what should be done. He said the railroads had 
come to a conclusion as to what should be done but not as to 
how the things desired could be accomplished. He said the 
railroads recognized the possibility that, in the course of the 
conferences with others, facts might be brought out that would 
tend to show that ideas held by the railroads were not tenable 
and would have to be modified. He said the idea was expressed 
that the railroads, up to the present time, had formulated no 
definite bills on legislation for introduction; that the confer- 
ences were for the purpose of bringing out all points and with 
particular reference to those paragraphs in the declaration of 
policy that as to any competing services that were legitimate 
and a natural economic development, the railroads had no right 
to complain; that the public was entitled to the best transporta- 
tion at the lowest reasonable cost, but that that factor must be 
definitely recognized as well as the question of what was for the 
best public interest in a national view, and that all the confer- 
ences between the executives and others were for the purpose 
of developing these points, in an effort to met on some common 
ground that would be satisfactory to all interests involved or, at 
least, to make an effort to bring about the same understanding 
on the part of industry of what was involved which the railroads 
themselves had. He did not regard the railroads’ brief in the 
motor investigation as in the category of a definite legislative 
proposal. 
League Acts on Rail Increase 


The executive committee of the National Industrial Traffic 
League, at a meeting July 15, called by W. H. Chandler, 
chairman, to consider again what position the League should 
take with respect to the carriers’ petition for an increase in 
rates, unanimously adopted the following resolution: 


Whereas, the Interstate Commerce Commission has instituted its 
investigation, ex parte 103, to consider the application of the railroads 
for authority to increase all freight rates fifteen per cent, and upon 
its own motion has also instituted its investigation, ex parte 104, to 
consider the practices of the carriers affecting operating revenues or 
expenses, and 

Whereas, material changes have taken place in transportatiom 
conditions within the past five years which substantially affect the 
problems of preserving the revenues of the carriers and protection 
of the commerce of the country against unreasonable or discriminatory 
freight rates; 

Therefore, be it resolved, that the National Industrial Traffic 
League actively participate in said proceedings for the purpose of 
assisting in the development of pertinent facts to determine the 
financial needs of the carriers and capital requirements for further 
improvements in railroad transportation facilities, to determine 
whether or not any additional economies of transportation may be 
effected; and for the purpose of developing all information which 
may be pertinent to the issues involved in such investigations. 


A committee was appointed to represent the League before 
the Commission, composed of R. C. Fulbright, chairman; W. J. 
Mathey, R. W. Poteet, H. J. Wagner and C. R. Seal. 

It was stated that the resolution was adopted unanimously 
after brief discussion. The executive committee, in a meeting 
at Chicago, June 26, took no action on the carriers’ application 
and, following that meeting, it is understood, many members 
of the League urged that some action be taken. 


EXCESS INCOME REPORTS 


Finance No. 3927, excess income of Shreveport, Houston 
& Gulf Railroad Co. Proposed report by Examiner M. H. Mat- 
tingly recommending that Commission find that carrier has 
recapturable excess income of $5,159.78 for 1921 and 1922, based 
on values of $104,500 and $103,000, respectively. 

Finance No. 5716, excess income of Birmingham & South- 
eastern Railroad Co., and excess income of Birmingham & 
Southeastern Railway Co., John T. Cochrane and Winton M. 
Blount, receivers. Tentative determination by Commission, divi- 
sion 1, that the Birmingham & Southeastern Railroad Co. has 
recapturable excess income of $90,101.23 for the last eleven 
months of 1925, and for 1926 and 1927, based on values of 
$935,000, $990,000, and $1,065,000, respectively. No recaptur- 
able excess found against the Birmingham & Southeastern Rail- 
way Co., and receivers, for period between September 1, 1920, 
and January 31, 1925. 


RAIL WAGE STATISTICS 


Class I railroads reported a total of 1,331,138 employes as 
of the middle of April and total compensation for the month 
of $187,319,049, according to wage statistics compiled from car- 
rier reports by the Bureau of Statistics of the Commission. 
Compared with the returns for the corresponding month of last 
year, the summary for April showed a decrease of 241,428, or 
15.35 per cent, in the number of employes and the total com- 
pensation showed a decrease of $38,441,186, or 17.03 per cent, 
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RAIL WAGE CUT DISPUTE 


The Trafic World Washington Bureau 


Though dealing only with a dispute as to wages and work- 
ing conditions between the Louisiana and Arkansas Railway 
Company and its shopmen, the report of the emergency board 
appointed by President Hoover to investigate the dispute, made 
public by the Board of Mediation, was regarded as having sub- 
stantial significance, in view of the administration’s stand 
against wage cuts which the report upheld. (See Traffic World, 
July 11.) 

The emergency board, which did not mince words in casti- 
gating the railroad company, branded the carrier as the first to 
break away from the general railroad policy of going along with 
the President in his desire for maintenance of wages on the 
level prevailing when the depression hit the country. The re- 
port of the board deals severely with the carrier because of its 
attitude in refusing to mediate or arbitrate the dispute and 
condemns the action of the company in reducing the wages of 
the shopmen between the time when mediation proved inef- 
fectual and the emergency board was appointed. 

The report was submitted to President Hoover May 5 but 
he did not make it public immediately as he had done with 
other emergency board reports. At the time there was specu- 
lation to the effect that probably the emergency board had sup- 
ported the company in cutting wages and that, as the President 
had taken a stand against wage cuts, he had decided to with- 
hold the report in order to see whether the company could not 
be prevailed on to change its attitude. It now develops that the 
report was against the company and that the President, by 
holding up the report, had hoped that the company would 
change its attitude because of what the emergency board found 
and not because the board’s report was in favor of the company. 

The emergency board’s report closes with a statement in 
the nature of an appeal to the company still to resort to medi- 
ation or abitration to settle the dispute. It says that, if the 
opportunity is offered the carrier to mediate or arbitrate the 
controversy, it should accept it, and, if not presented, it should 
seek it. 

The next development in the controversy was not indicated 
in official quarters in Washington. Officials declined to state 
what the position of the company was now, but the inference 
was drawn from the fact that the report was made public, that 
the company had not changed its attitude. Under the provi- 
sions of the railway labor act, the men are now free to strike 
if they wish. 

The members of the emergency board were Homer B. Di- 
bell, Charles Kerr and Chester H. Rowell. Mr. Kerr was chair- 
man of the board. 

The report said that the controversy which finally led to 
the appointment of the emergency board began with a commu- 
nication submitted by the carrier to the shop craft organiza- 
tions, September 15, 1930, giving notice of its desire to abrogate 
and revise the present schedule covering rates of pay and 
working conditions of the shop craft employes. At the first 
conference held under the notice, October 1, 1930, it was stated 
that the carrier desired a reduction in the basic wage of 5 
cents an hour, except for helper apprentices, who were to be 
reduced 3 cents an hour, and a proposed revision of rules. Rep- 
resentatives of the employes decided they could not accept the 
wage cuts but would discuss the proposed changes in rules. 
The matter then went to mediation, the Board of Mediation 
having been requested to mediate by the employes. The board, 
October 7, advised the carrier of the request and asked that the 
status quo be maintained, according to the report, and on 
November 28 notified the carrier that the case had been accepted 
by the board for mediation. The company took the position it 
had nothing to mediate and declined to arbitrate, according to 
the report. It was testified before the emergency board, said 
the report, that the employes had offered to accept the proposed 
wage reduction temporarily and then arbitrate the matter, but 
the company refused to proceed on that basis. The employes 
later*agreed to arbitrate the dispute. The company declined, 
February 7, 1931. The next working day, February 9, the car- 
rier put into effect the wage cuts and changes in rules, the lat- 
ter including a number of important changes as to which there 
had been no previous notice, said the report. On February 14 
the employes ordered a strike ballot, made returnable Febru- 
ary 25, and the vote was 179 yes, 29 no, and 16 blank. The 
report said the proper authorities of the international organiza- 
tions sanctioned the strike. Further efforts by the Board of 
Mediation to obtain a settlement were unsuccessful, the com- 
pany contending there was nothing to mediate or arbitrate. 
President Hoover was then asked to appoint the emergency 
board which automatically suspended the strike. It did not, in 
this case, however, said the board, operate in practice to re- 
store the status quo on the wages and working conditions over 
which the dispute had arisen. 
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Important Question Raised 


“The company,” says the report, “having put these changes 
into effect after the ‘final act’ of mediation and before the cre- 
ation of the emergency board, claimed that the conditions so 
created in that interval now constitute the status quo. This 
contention raises a new and important question, both of law 
and of policy, as to the operation of the railway labor act.” 


The emergency board said it had gone fully into the history 
of the dispute under mediation in order to make clear the 
lengths to which the Board of Mediation had gone to obtain a 
peaceful settlement of this dispute, and the inflexible policy of 
the company at every step toward all its proposals. It said it 
urged the company to either agree with its men or arbitrate 
but that this was met “with courteous but unconditional re- 
fusal.” 

“The demand of this carrier for a reduction of the wage 
scale of its shop workers was based on its statement of its 
financial condition,’ says the report. ‘“We have been unable 
to find in that condition anything to justify a different course 
on its part from that uniformly followed by the other railroads 
of the United States which are passing through the same dif- 
ficulties.” 

The report explained that the carrier was a new company, 
having been formed by the authorized merger of the old Louis- 
iana and Arkansas Railway (Arkansas) and the Louisiana Rail- 
way & Navigation Company to form the new Louisiana and 
Arkansas Railway Company (Delaware). 


Figures, based on a “recasting” of the I. C. C. classification, 
said the report, were presented to the board by the carrier in 
support of its contention that the realized and actually avail- 
able returns, as distinguished from bookkeeping balances, were 
much smaller than the reports to the Commission indicated. 
The board said the figures purported to show an actually real- 
ized net income for 1929 of $360,289.26 which fell in 1930 to 
$72,905.84, and in the first three months of 1931 (March esti- 
mated) to the negligible figure of $2,362, as compared to $116,- 
096 for the corresponding months of the preceding year. This, 
the company claimed, indicated a financial situation so urgent 
as not only to require this reduction of wages without delay 
but also to justify the refusal to arbitrate. Continuing, the 
board said: 


Estimates were also presented to indicate that for reasons spe- 
cial to this road, this condition would not be decreased by the even- 
tual restoration of normal business conditions generally. Indeed, the 
pessimistic judgment was expressed that railroads generally will not 
be able to meet the conditions produced by the development of new 
farms of competition. 

The reports of the Louisiana & Arkansas Railway to the Inter- 
state Commerce Commission, under its accounting classifications, 
present a different result. ‘These official figures, covering the same 
period, show a net railway operating income of $1,343,838 in 1929, in 
place of the $860,289.26 of the “recast’”’ figures, and in 1930 of $1,264,- 
387, as against the ‘recast’? $72,905.84. The practical fact is that 
this company, since consolidation, has paid interest in full on the 
bonds issued against a proprety which had never paid interest before, 
and dividends in full on its non-cumulative preferred stock, the pre- 
decessors in ownership of which, we understand, never drew div- 
idends, even if earned. These two classes of securities together 
cover $18,000,000 of the $27,000,000. I. C. C. valuation of the properties 
plus additions and betterments. On this whole valuation, the net 
earnings by the I. C. C. accounting system, have approached the 
limit of the recapture clause of the transportation act. The old L. 
& A., indeed, before the consolidation, actually paid one year a small 
amount of “‘recapture.’’ 

Before the consolidation, the shop craft employes of the L. R. & 
N. had been receiving a basic wage of 70 cents and those of the old 
L. & A. of 75 cents an hour. In 1929, by agreement or by arbitration, 
the wage scale of these crafts in railroads generally throughout the 
United States had been fixed at 80 cents an hour. After consolida- 
tion, the same scale was put into effect on the new L. & A., result- 
ing in an increase of ten cents an hour for one group and of 5 
cents an hour for the other group of its employes. Even through the 
present period of depression, this 80-cent rate has remained, and 
still remains, the standard rate for railroads generally, and with the 
exception of a few short line railways of negligible importance, there 
has been no proposal or attempt anywhere to break down this scale, 
until the action of the carrier in this case. 


General Wage Policy Discussed 


It appears from the evidence that the carrier has been able to 
spend large sums out of surplus for the rehabilitation of its recently 
acquired property and at the same time to pay not only interest, 
but dividends on preferred stock. It is a matter of common knowl- 
edge that there are systems in the United States in real distress, in 
default on their bonds, and in the hands of receivers, which are 
nevertheless continuing these wage scales unimpaired. This is, in 
fact, the general and agreed policy of the railroads of the United 
States, in the present crisis, of which the action of this company is 
the first break. 

This policy, indeed, has been publicly and formally announced. 
In 1929 and prior years there had been many demands for increases 
of wages, leading, on the railroads, to negotiations, arbitrations and 
emergency board proceedings under the railway labor act, and re- 
sulting, generally, in increase of wages, presumably justified. Our 
attention was called at the hearing to the fact that in the fall of 
1929, in the face of the reasons at that time for apprehension for 
the future, there was recognized a need for stabilizing the industrial 
situation against agitations of this kind from either side. Confer- 
ences were held in the White House with representatives of both 
employers and employes, at which both the railroads and the rail- 
road brotherhoods were largely represented. As a result of these 
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conferences an official announcement was made from the White 
House, on November 21, 1929, as follows: 

“The President was authorized by the employers at this morn- 
ing’s conference to state on their individual behalf that they will not 
initiate any movement for wage reduction, and it was their strong 
recommendation that this attitude should be pursued by the country 
as a whole. They considered that aside from the human considera- 
tions involved, the consuming power of the country will thereby be 
maintained. 

“The President was also authorized by the representatives of 
labor to state that in their individual views and as their strong rec- 
ommendation to the country as a whole, no movements beyond those 
already in negotiation should be initiated for increase in wages, and 
that every cooperation should be given by labor to industry in the 
handling of its problems. 

“The purpose of these declarations is to give assurance that 
conflicts should not occur during the present situation which will 
affect the continuity of work, and thus to maintain stability of em- 
ployment.”’ 

In spite of the long continuance and severity of the depression, 
this policy we find has been carried out faithfully on both sides. 
With the negligible exceptions above mentioned. no railroad, until 
this carrier, has sought to abrogate its wage agreements with the 
employes’ organizations. On the side of labor the policy has gone 
even beyond that announced from the White House. Not only have 
no movements been initiated for increases of wages, but even those 
already in negotiation, in which freedom of continued action was re- 
served, have not been pressed. 

The result has been that the nation has gone so far through a 
major depression without a single important strike, and with very 
few minor ones. In the railway industry there have been no strikes 
at all, or threats of strike until this company. by an action in which 
it happily stands alone among American railroads, took the action 
precipitating the crisis which caused the presfdential proclamation 
appointing this emergency board. 


The board said the company had not complied with section 
6 of the railway labor act with respect to the requirement for 
notices to employes of changes in rates of pay and working 
conditions. The changes in rules made without notice, said 
the board, were void ab initio, and their abrogation under the 
decision of the Supreme Court of the United States in Texas 
& New Orleans vs. Brotherhood, 281 U. S. 548, (50 S. Ct. Rep. 
427), could be enforced by injunction, by a court of equity. The 
board also discussed at some length the provisions of the law 
to support its statement that it “is the clear purpose of the 
railway labor act that the status quo as of the beginning of the 
dispute, shall not be changed by either party until the termina- 
tion of the proceedings providing for settlement under the act.” 


Summary of Board’s Views 


The board said its views, summarized from its detailed 
statement of the facts, were: 


(1) There was nothing in the financial situation of the carrier, 
nor other conditions affecting it, which justified its action of Febru- 
ary 9, 1931, in reducing the rate of wages of its shop crafts below 
the standard prevailing over the country; and the evidence tends to 
show that when conditions become fairly prosperous the carrier which 
acquired the two roads will find that its acquisition of them will be 
exceedingly profitable. 

(2) The action of the carrier of February 9, 1931, in putting 
into force new rules and changes in working conditions, wholly with- 
out notice such as is required by the act, was positively illegal under 
section 6. 

(3) The refusal of the carriers to submit to arbitration under 
the railway labor act upon the announced and only asserted ground 
that there was nothing to arbitrate was not justified. If there was 
an occasion for a change in the rules, and there may have been, 
there was clearly an arbitrable controversy, and their promulgation 
without notice to the men or their representatives was in direct vio- 
lation of the act. 

(4) That the policy announced in the statement of the Presi- 
dent of November 21, 1929, after conferences with employers and 
employes to the effect that there should be no wage reductions made 
by employers and no efforts by the men to increase the standard 
wages, was observed faithfully by other carriers, with a few neg- 
ligible exceptions, to which we attach no importance. The men ob- 
served the spirit of the statement and went beyond it in not pressing 
the reserved right to continue negotiations then pending. 

(5) The carrier should restore the standard rate of wages and 
rules governing working conditions prevailing on its line in Septem- 
ber, 1930, when it first proposed changing them. This would leave 
the carrier and the men as they were when the carrier announced 
its purpose to reduce wages and change the working rules. The 
conclusion we reach is based upon. the proposition that there was 
never an occasion for reducing wages, though the right to do so in 
the manner provided by law is conceded by all, and the further 
proposition that the change in rules and working conditions without 
notice was positively illegal under section 6. Rules arbitrarily im- 
posed by the carrier without negotiation with the men or their rep- 
resentatives have no element of contract and are not in harmony 
with the thought of Congress expressed in section 2 imposing the 
duty ‘‘to make and maintain agreements concerning rates of pay, 
rules and working conditions.” 

(6) That if the carrier refuses to restore former conditions it 
should submit to arbitration. The men have expressed their will- 
ingness to arbitrate notwithstanding the illegal change of rules. 

(7) That if the carrier refuses to do one or the other, that is 
to restore conditions as they were in September, 1930, or to arbitrate, 
we can not urge upon the craftsmen the duty of agreeing to the 
conditions, partly illegal, imposed by the action of February 9, 1931. 
This would be equivalent to saying that one who obeys a particular 
law is at a disadvantage with respect to one who disregards it. 

(8) We feel that the carrier should not disturb the wage struc- 
ture which other carriers, no better situated, are maintaining; and 
that it should seriously consider whether it can justify itself to it- 
self in maintaining rules and working eonditions fixed in a way 
declared by Congress to be illegal. 

(9) If the opportunity is offered the carrier to mediate or arbi- 
trate the controversy it should accept it; and if not presented it 
should seek it. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publis Con St. Paul, Mian. Cepyright, ” 
1931, by West Publishing Co.) 





BILLS OF LADING 


(Supreme Court of Oklahoma.) Company taking up draft 
and receiving bill of lading from bank could recover amount paid, 
on discovering bill of lading was forgery (Bill of Lading Act, 
Secs. 34, 36 (49 USCA, Secs. 114, 116)).—American Nat. Bank of 
Lawton vs J. Rosenbaum Grain Co. et al., 299 Pac. Rep. 447. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. t, 
1931, by West Publishing Co.) —— 





REGULATION OF COMMON CARRIERS 


(District Court, D. Maine, S. D.) Recoveries of overcharges 
in transportation under law relating thereto are in nature of 
recoveries of penalty (Interstate Commerce Act (49 USCA, Sec. 
1 et seq.)).—Ingalls vs. Maine Cent. R. Co. et al., 49 Fed. Rep. 
(2d) 631. 

Both railroads having common freight agent receiving money 
for transportation were liable for overcharge (Interstate Com- 
merce Act, Sec. 8 (49 USCA, Sec. 8)).—Ibid. 
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‘(Circyit Court of -Appeals, Ninth Circuit.) Order of Inter- 
state Commerce Commission fixing maximum freight rates was 
determination in administrative or quasi legislative capacity of 
reasonable and just rates (Interstate Commerce Act, Sec. 15, 
subd. 1 (49 USCA, Sec. 15, subd. 1)).—Atchison, T. & S. F. Ry. 
Co. et al. vs. Arizona Grocery Co., 49 Fed Rep. (2d) 563. 

Order fixing maximum rate amounted to decision that, rates 
below maximum were just and reasonable (Interstate Commerce 
Act, Sec. 15, subd. 1 (49 USCA, Sec. 15, subd. 1)). 

It was contended that the statute authorizes the fixing of 
two kinds of rates, just and reasonable rates, or maximum and 
minimum rates.—Ibid. 

Reparations could not be granted because of collection of 
rate authorized by prior order, whether subsequent determina- 
tion of new rate was quasi legislative, administrative, or quasi 
judcial (Interstate Commerce Act, Sec. 1, subds. 4, 5, and Sec. 
16, subd. 1 (49 USCA, Sec. 1, subds. 4, 5, and Sec. 16, subd. 1)). 

Interstate Commerce Act, Sec. 16, subd. 1 (49 USCA, Sec. 
16, subd. 1), authorizes award of reparations under the provi- 
sions of the act for a violation thereof.—lIbid. 

Where Interstate Commerce Commission fixed maximum 
rate and thereafter recommended blanket reduction; reduced 
rate was Commission-made rate as respected right to order repa- 
ration.—Ibid. 
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Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, W. D. New York.) Steamer’s admission of 
sea water during unusual storm held under evidence to result 
from perils of sea and not from unseaworthiness, so that vessel 
was exempt from liability for cargo damage (Harter Act (46 
USCA, Secs. 190-195)). 

The evidence showed that the vessel was fit for carrying 
cargo at the inception of the voyage, and that it was carefully 
inspected by agent for underwriters and pronounced fit for grain 
carriage, and inspection disclosed no looseness in the rivets. 
The evidence further showed that there was a wind blowing 65 
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to 75 miles an hour at the time of the storm, during which the 
cargo was damaged.—Pillsbury Flour Mills Co. vs. Becker S. S. 
Co., 49 Fed Rep. (2d) 648. 

“Seaworthiness” involves no more than reasonable fitness of 
vessel for voyage.—Ibid. 

Libelant chartering full capacity of ship had burden to show 
vessel Was unseaworthy or that there was negligent inspection, 
in libel for cargo damage (Harter Act (46 USCA, Secs. 190-195) ). 
—Ibid. 

In libel for cargo damage, owner of vessel had burden to 
prove that salt water damaged cargo because of perils of sea 
(Harter Act, (46 USCA, Secs. 190-195) ).—Ibid. 


LICENSED AIRCRAFT AND AIRMEN 


There were 16,268 pilots, 7,458 aircraft and 9,222 mechanics 
holding active Department of Commerce licenses on July 1, 1931, 
according to the results of a study completed by the aeronautics 
branch of the Department of Commerce. In making this an- 
nouncement, Clarence M. Young, Assistant Secretary of Com- 
merce for Aeronautics, said there had been a growth in each of 
these classifications since the beginning of the calendar year, 
when there were 15,280 licensed pilots, 7,354 licensed aircraft 
and 8,993 licensed mechanics. 

The total number of aircraft, licensed and unlicensed, of 
which the branch had record on July 1, was 10,235, as compared 
with 9,818 on January 1, 1931. Unlicensed craft (bearing identi- 
fication numbers only) numbered 2,777 on the first of July, as 
against 2,464 on the first of January. 

Among the 16,268 persons holding pilots’ licenses as of July 
1, there were 6,532 of the transport grade, 1,741 limited commer- 
cial licenses, 67 industrial pilots and 7,928 licensed in the private 
classification. The licensed pilots included 445 women, whose 
licenses were divided as follows: Transport, 34; limited com- 
mercial, 53; industrial, 2, and private, 356. The 9,222 mechanics 
included 5 women. 

Leading the states in number of aircraft, licensed and un- 
licensed, was New York, with 1,190. California was second with 
1,160 and Illinois third with 685. Considering licensed aircraft 
only, California led with 974; New York followed with 965, and 
Illinois was third with 472. The greatest number of unlicensed 
aircraft were in New York, where there were 225, while Illinois 
had the next greatest number, 213, and California was third 
with 186. 

In number of licensed pilots California led with 3,092, New 
York was second with 1,658 and Illinois third with 1,031. Cali- 
fornia also led in number of licensed mechanics with 1,674, fol- 
lowed by New York with 883, and with Illinois’ total of 561 third. 


AIRPORT TRAFFIC CONTROL 


Organization of local subcommittees to study problems of 
handling air traffic at airports is being effected at 26 cities 
throughout the United States. These subcommittees will report 
their findings to the committee on airport traffic control, which 
was organized by the aeronautics branch under the chairman- 
ship of Harry H. Blee, director of aeronautic development of 
the Department of Commerce, and the results of their studies 
will be used, with other material, in the compilation of a com- 
prehensive report. 

In preparation for their individual reports to the full com- 
mittee, the subcommittees will study airplane movements to 
and from airports to determine existing traffic conditions and 
periods of greatest density in traffic; estimate the volume and 
maximum density of the traffic that probably will be passing 
through the various airports in the next three to five years; 
study the landing area layouts from the standpoint of traffic 
flow and the suitability of servicing and terminal arrangements; 
make time studies of airport traffic operations in order to 
determine the delay points; and draw up recommendations as 
to the extent and character of signal systems which seem 
necessary or desirable in connection with control of airport 
traffic. 

The twenty-six cities in which subcommittees have been, 
or are being, organized are as follows: 


Los Angeles, Oakland and San Francisco, Calif.; Hartford, Conn., 
Washington, D. C.; Miami, Fla.; Chicago, lll.; Baltimore, Md.; Boston, 
Mass.; Detroit, Mich.; Minneapolis and St. Paul, Minn.; Kansas City 
and St. Louis, Mo.; Newark, N. J.; New York, N. Y.; Cleveland 
and Columbus, O.; Tulsa, Okla.; Portland, Ore.; Philadelphia and 
Pittsburg, Pa.; Nashville, Tenn.; Dallas and Fort Worth, Tex.; and 
Seattle, Wash. 


AIRCRAFT AND WEATHER 


Transmission of the standard daily weather map of the 
United States by automatic telegraph typewriters has been 
developed by the airways division of the aeronautics branch of 
the Department of Commerce and within the next few weeks 
such a weather map transmission service will be established 
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by the branch as an addition to the weather service it now 
supplies airports and aircraft in flight by telegraph typewriter 
and radio. 

The automatic telegraph typewriter circuits of the aero- 
nautics branch, now about 9,500 miles in length, are situated 
along the federal airways system, and enable the weather re- 
porting stations to disseminate local weather conditions along 
the airways. This information is received at airports and at 
Department of Commerce radio stations which broadcast the 
weather information to planes in flight on half-hourly and hourly 
schedules. In addition, the automatic telegraph typewriter 
stations report progress of aircraft along the airways. When 
a plane departs from an airport, a message to that effect is 
typed upon the telegraph machine at that point, and appears 
on all of the other machines along the airway. Then, when 
the plane passes each station along the route, a report of its 
progress, including the time it was sighted, is sent out over 
the circuit, so that the position of the craft on the airway will 
be known at all times, and finally, the arrival of the airplane 
at its destination is similarly reported. 


CHICAGO TO WASHINGTON BY AIR 


Continental Airways July 17 began a new high speed serv- 
ice from Chicago to Washington, D. C., via Canton and Pitts- 
burgh. Fast schedules will make possible the delivery of Chi- 
cago passengers to Washington in three hours and 25 minutes, 
it is stated. The air mileage approximates 600 miles. 


AIRWAY MAP OF MILWAUKEE REGION 


A sectional airway map showing nearly 50,000 square miles 
of territory in\the vicinity of Lake Michigan, and indicating 
airways and aids to air navigation as well as topographical fea- 
tures within an area approximately 320 miles from east to west 
and 150 miles from north to south, has been prepared by the 
aeronautics branch of the Department of Commerce, and is 
now ready for distribution, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. 

Sectional airway maps sell for 40 cents each, with a reduc- 
tion of 15 cents per map if 20 or more are ordered in a single 
lot. They may be ordered from the director of Coast and 
Geodetic Survey, Washington, D. C., and orders must be accom- 
panied by remittances in the form of cash, postal money order, 
draft, or certified check. 


NIGHT FLYING SERVICE 


The first late afternoon and night air passenger service 
between New York, Cleveland, Toledo and Chicago, with tri- 
motored transports, was inaugurated July 15 by National Air 
Transport, subsidiary of United Air Lines. This third daily 
plane schedule of United Air Lines, between New York and the 
Great Lakes, is responsive to a demand for late afternoon plane 
departures permitting full business days in New York, Cleveland 
and Toledo, and a night arrival in Chicago. 

Leaving Newark airport at 5:00 P. M. daylight saving time, 
the plane arrives in Cleveland 7:45 P. M. (E. T.), Toledo 8:58 
P. M. (E. T.) and Chicago 10:20 P. M. (C. T.) Eastbound the 
added plane leaves Chicago 2:00 P. M. and arrives in Toledo 
4:52 P. M., Cleveland 5:40 P. M., and New York 9:24 P. M. 
(E. T.) 

The new service supplements the present twice daily 
schedules and an air-rail service. 

This is the first schedule between New York and Chicago, 
with a substantial portion of it flown at night, though United 
Air Lines on its western divisions has been flying approximately 
half of its total mileage with passengers at night. In the sum- 
mer months the westbound flying between Cleveland and Chi- 
cago will be over a lighted airway and eastbound the section 
between Western Pennsylvania and New York will be flown in 
darkness. 


AIR TRAFFIC 


Mail and express shipments carried over the American air 
transport lines in the first five months of 1931 exceeded the 
poundage handled in the same period of any preceding year, 
according to a report issued by the Aeronautical Chamber of 
Commerce of America, Inc., which says: 


Air mail poundage reached a total of 3,717,272 in January, Febru- 
ary, March, April and May, this year. In the corresponding period of 
1930, the previous peak, 3,279,480 pounds were handled. Express ship- 
ments totaled 325,800 pounds this year, more than three times the 
amount carried in the first five months of last year when the total 
reached 107,495 pounds. 

In mileage flown the air transport lines also established a new 
all-time record. A total of 14,331,544 miles were flown by the 36 lines 
reporting to the Aeronautical Chamber of Commerce in the five-month 
period ending’ June 34, a 48 per cent increase over last year and 91 
per cent of the 15,754,902 miles scheduled. In the same period of 
1930, 9,690,474 miles were flown. There were 10,553,473 miles scheduled. 

The volume of passenger traffic handled by the great majority of 
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the transport lines this year likewise showed an increase over last, 
although the total number of passengers carried in the first five 
months of 1931 was slightly less than the number carried in 1930. 
This was due to the fact that certain new lines, which began opera- 
tions last year, transacted an abnormal amount of business until the 
novelty of the service rendered wore off. 


One of these lines, which operates planes to a number of cities, 

all within a radius of 50 miles of the central terminal, experienced an 
80 per cent drop in business once the public became accustomed to 
the service offered. Carrying an average of 10,000 persons a month 
during the first six months of operation, the line now handles about 
2,000 a month. 
___._ Passenger travel in the five-month period from January to May, 
inclusive, this year was 12 per cent under the total for the correspond- 
ing period in 1930. One hundred and thirty-three thousand passengers 
were transported by the lines in the months just passed as compared 
to 152,132 in January, February, March, April and May last year. 
The rate at which the passenger business has been increasing in the 
last three months, however, is greater than that experienced in the 
same months of 1930. 

There were 27,872 persons who rode the air lines in March, an 
increase of 32.8 per cent over the month of February. In April, 32,079 
passengers were carried, a rise of 15 per cent. In May, the number 
of passengers increased 8 per cent to a total of 34,737. The increase 
recorded in 1930 was 19, 11 and 5.7 per cent for March, April and May, 
respectively. 
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In view of the more rapid rate of rise that has been evidenced this 
year, officials of the Aeronautical Chamber predict that the monthly 
totals toward the end of the year will exceed the records set in 1930. 
February of this year was 27 per cent under the total for the same 
month in 1930, March was 18 per cent below, April was 15 per cent, 
and May 13 per cent. 

In May, this year, 3,717,970 miles were scheduled by the transport 
companies, 3,491,309, or 93.9 per cent, being flown. Seven hundred and 
eighty thousand pounds of mail were carried, the greatest amount 
transported during May in the history of air transportation. Express 
shipments totaled 57,631 pounds, twice the amount carried in May, 1930. 


AIR SERVICE, N. Y. TO CALIFORNIA 


A thirty-two-hour passenger plane service between New 
York and California, requiring only one business day of travel, 
was inaugurated July 17 by United Air Lines, through National 
and Boeing Air Transport, subsidiary companies. Scheduled 
time to San Francisco is twenty-eight hours from Cleveland, 
twenty-seven hours from Toledo and twenty-three hours from 
Chicago. 

Tri-motored passenger planes are flown between New York 
and Chicago and mail passenger planes from that point west. 








OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Activity in the West Indies charter market, which featured 
the full cargo trades for about, two weeks, has declined, as had 
been predicted by freight brokers, due to the large volume of 


chartering accomplished in this time. At present the market is 
without any outstanding features. Though requirements are 
at a mimimum, there is not an unlimited supply of tonnage 
available and freight brokers’ reviews predict that the market 
is likely to hold its present level for some time. 

The grain market continues as last reported, with rates on 
the distress basis and few fixtures reported in the last few days. 
Rates from Montreal are quoted as on the basis of 7c Antwerp- 
Rotterdam, and the last fixture made from the Gulf was at llc. 

Except for a part cargo of coal taken by a regular liner from 
Baltimore to Buenos Aires at $2.65 for prompt loading, there is 
little coal business being done and none in sight for the future 
at present. Demand for transatlantic sugar cargoes is practi- 
cally nil, only one full cargo having been reported during the 
past few days, this from Cuba to United Kingdom-Continent for 
August loading on the basis of 138s 9d. The Gulf Plate lumber 
trade is slow. 

No changes of importance have been reported in other divi- 
sions of the market. 

Efforts of the intercoastal steamship lines to adjust their 
differences and organize a conference as a means of maintain- 
ing a balance of trade were halted temporarily when J. D. Tom- 
linson, of the American Hawaiian Line, withdrew as a member 
of a committee of five shipping men who had been named by 
the lines to draft a conference plan. None of the committee 
members would explain Mr. Tomlinson’s action. 

As a means of preserving the membership of the committee, 
Edgar F. Luckenbach, president of the Luckenbach Steamship 
Company, was named to succeed Mr. Tomlinson, and if Mr. 
Luckenbach accepts the appointment the committee will pro- 
ceed with its work. The committee has met at intervals since 
its appointment and was in session when Mr. Tomlinson declared 
his refusal to continue further. 

Other members of! the committee are John McAuliffe, presi- 
dent of the Isthmian Line; John Chapman, vice-president of the 
Dimon Line; Chester B. Kellogg, vice-president of the Munson 
Line, and E. H. Cocke of the Panama Pacific Line. This group 
was named after Chairman T. V. O’Connor of the United States 
Shipping Board threatened to use the powers of the federal gov- 
ernment to end the confusion existing among the intercoastal 
lines. 

The Mississippi Shipping Company has restored the name 
of Delta Line to the service it is operating out of New Orleans to 
Brazil and the River Plate. For several years the line has been 
known as the Gulf, Brazil and River Plate Line, this name 
having been adopted by the Shipping Board. 

Organization of the Louisiana Shipping Corporation to oper- 
ate a general steamship agency has been effected and operations 
started with representation of four large steamship companies 
in New Orleans. The officers of the new company include Grif- 
fin T. Hawkins, president; V. H. Lloyd, vice-president, and T. 
J. Hanson, secretary-trasurer. Mr. Hanson, who was connected 





with the Texas Transport and Terminal Company in Houston 
for 10 years and more recently connected with Sydney C. Col- 
lins and Company, of Port Arthur, is also manager. 

E. Bradley, district freight agent of the Matson Navigation 
Company, announces that, effective as of July 7, a through rate 
of $10.50 for 2,000 pounds has been established on canned pine- 
apples from Hawaiian Island ports to Atlantic and Gulf ports, 
with transshipment at either San Francisco or Los Angeles, to 
be forwarded via the American-Hawaiian, Luckenbach, Gulf 
Pacific-Redwood, Panama Pacific, or Williams lines. Shipments 
must be covered by through bill of lading from the port of 
shipment. 

That trunk line ownership or control of ocean steamship 
companies will be an essential and important feature of future 
export business is the opinion of the special committee, ap- 
pointed by the Massachusetts Real Estate Exchange to study 
the report of the New England Governor’s Railroad Committee. 
This report recommended the merger of the New Haven and the 
Boston and Maine railroads. 

The committee believes “that in the near future routings 
and rates will be made over the railroads from anywhere in 
the interior of the United States in which their lines are being 
operated to the cities of France, England and Germany, and 
that the only way that this can successfully be done is by the 
ownership or control of the steamship companies by the trunk 
lines.” 

Status of U. S. Lines 


It is understood that the International Mercantile Marine- 
Roosevelt combination is soon to submit a bid for control of 
the United States Lines, following conferences in New York of 
operators of American steamship lines, including representatives 
of the I. M. M. group and representatives of the United States 
Shipping Board. The meetings were to discuss ways and means 
of assisting the United States Lines out of financial difficulties. 

The Shipping Board is vitally interested in the affairs 
of the company, not only because of its duty as the govern- 
ment’s shipping agency, but because it holds something like 
$10,000,000 in mortgages on the fleet of eleven vessels, includ- 
ing the Leviathan, which it sold to the Chapman interests for 
$16,032,000. 

T. V. O’Connor, chairman of the Shipping Board, and 
P. A. S. Franklin, president of the I. M. M., emerged smiling 
after the meeting, but they refused to answer a direct question 
concerning the possibility of the I. M. M. taking over the United 
States Lines. So far as is known, Paul W. Chapman, president 
of the U. S. Lines, did not attend the conference between the 
I. M. M. group and the Shipping Board. 


Mr. Franklin, when seen later, said he was not in a 
position to discuss the details of the conference. “We took 
part in the conference because we are interested in building 
up the American merchant marine,’ was all he would say. 

Other I. M. M. officials who attended the conference were 
Kermit Roosevelt, Basil Harris and John M. Franklin, vice- 
presidents of the company and officers of the Roosevelt Line, 
which acquired control of the I. M. M. early this year. They, 
too, refused to discuss the conference, but it is no secret that 
they and P. A. S. Franklin have a definite program under way 
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to dispose of their foreign flag tonnage and concentrate their 
activities under the American flag. 

Ever since the Chapman group encountered financial diffi- 
culties it has been predicted that if the present head of the 
company is unable to have the Shipping Board approve his 
plan for the government to temporarily repossess the Leviathan, 
George Washington and America the next move would be for 
the I. M. M. 

Among those who met with the board were A. V. Moore 
and Emmett J. McCormack, of Moore & McCormack, and J. E. 
Dockendorf, president of the Black Diamond Line. The previous 
day’s conferences were held with Frank C. Munson, president 
of the Munson Line; Henry Herbermann, president of the 
American Export Line, and Oakley Wood, vice-president of the 
Barber Line. 

Views of the Dollar, Matson and American-Hawaiian in- 
terests on the proposed combination have not yet been obtained, 
but all of the American companies with headquarters in the 
east have had an opportunity to express tehir views. 


Washington, D. C.—The Shipping Board has considered fur- 
ther the difficulties confronted by the United States Lines and 
has named a committee composed of Chairman O’Connor and 
Commissioner Cone to conduct further negotiations with officials 
of the line. Various proposals, said Chairman O’Connor, had 
been made to the end that a solution of the problem might be 
found, but no details were made available. The complications 
involve the making of payments by the line on the purchase 
price of the vessels and also the compliance with terms of the 
loans made by the board for the construction of two large 
passenger liners for the company. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
July 15: 


North Pacific Coast-Europe Passenger Conference, of which The 
East Asiatic Company, Furness Line, Hamburg-American Line, Hol- 
land America Line/Royal Mail Steam Packet Company (joint services), 
Johnson Line, Libera Line, North German Lloyd, and Panama Mail 
Steamship Company are members. Under the terms of the agree- 
ment the member lines are to cooperate in fixing rates, rules and 
regulations governing passenger transportation in the trade between 
Pacific coast ports of the United States and United Kingdom, Conti- 
nental European, Scandinavian and Mediterranean ports; between 
United States Pacific coast ports and Central America and Panama 
Canal and between such Pacific Coast ports and British Columbia. 
Member lines are required to adhere strictly to published fares and 
granting of free passages or reduced fares is prohibited, except as 
unanimously agreed upon by the lines, subject to the limitation that 
no action violative of the regulatory provisions of the shipping act 
is to be taken under or pursuant to this provision. Disputes, com- 
plaints or claims arising between member lines are to_ be adjusted 
by arbitration and all action under the agreement is to be by unani- 
mous vote of the parties. Any carrier engaged in the transportation 
of passengers in the trades covered by the agreement is eligible to 
membership in the conference, and any member may withdraw upon 
three months’ written notice to the secretary. The agreement filed is 
to supersede the agreement under which the conference is at the 
present time functioning (Conference Agreement 117), which agree- 
ment was approved by the board December 18, 1928. 

Panama Mail Steamship Company with Luckenbach Gulf Steam- 
ship Company, Inc.: Memorandum of an arrangement for through 
movement of shipments of tallow and grease from United States Gulf 
ports of call of Luckenbach Gulf Steamship Company to Mazatlan, 
Mexico, with transshipment at San Francisco. The through rate on 
shipments moving under this agreement is to be $1 per 100 lbs., which 
is to be apportioned equally between the two lines after deduction of 
cost of transshipment. 

Dimon Steamship Corporation with Prince Line, Ltd.: Memoran- 
dum of agreement for through movement of shipments of canned 
goods, dried fruit and raisins from Pacific coast loading ports of 
Dimon Line to designated regular direct ports of call of Prince Line 
in South Africa. Through rates are to be based on direct line rates 
and apportioned 40 per cent to Prince Line and 60 per cent to Dimon 
Line, the latter to absorb entire cost of transshipment at New York. 
By its terms the agreement is inapplicable to cargo transshipped at 
South African ports. 

Dimon Steamship Corporation with Prince Line, Ltd.: Through 
billing arrangement covering shipments from United States Atlant c 
coast loading ports of Dimon Line to named Oriental base ports, with 
transshipment at Los Angeles Harbor. Through rates are to be the 
same as the applicable direct line conference rates subject to mini- 
mum through rate of $8 per ton, weight or measurement. Through 
rates are to be divided equally between the two lines, each of which 
is to assume one-half the cost of transshipment. 

Munson Steamship Line with Dollar Steamship Lines, Inc., Ltd.: 
Provides for through movement of shipments of canned corned beef 
from the River Plate to Manila, with transshipment at New York. 
Through rate is to be based on competitive rate of other carriers and 
is to be apportioned equally between the two lines, each of which is 
to assume one-half the cost of transshipment. 


Modifications of agreements were approved as follows: 


Gulf Pacific Redwood Line with Los Angeles Steamship Company: 
The agreement which it is proposed to modify is between Gulf Pacific- 
Redwood Lines (Swayne & Hoyt, Inc., Agents) and Los Angeles 
Steamship Company and provides for through movement of shipments 
of canned fish from San Diego to United States Gulf ports of call of 
Gulf Pacific-Redwood Lines, with transshipment at Los Angeles Har- 
bor. This agreement was approved by the board December 11, 1930. 
The modification submitted requests substitution of the name ‘Gulf 
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Pacific Redwood Line’ for that of “Gulf Pacific-Redwood Lines” 
wherever the latter appears in the agreement, and of the name 
of “Swayne & Hoyt, Ltd., Managing Owners” for ‘“‘SSwayne & Hoyt, 
Inc., Agents’’ in the signature of the agreement. Under the agreement 
as approved by the board cost of transferring cargo, when moving 
in lots of 50 tons or more, is to be absorbed by the Los Angeles Steam- 
ship Company, and when moving in lots of less than 50 tons the cost 
of transfer is to be absorbed in equal proportions by the two carriers. 
Inward wharfage is to be absorbed by the Los Angeles Steamship 
Company and outward wharfage by Gulf _ Pacific-Redwood Lines. 
Under the modification Gulf Pacific Redwood Line is to continue to 
absorb outward wharfage and Los Angeles Steamship Company in- 
ward wharfage, but the latter carrier is to absorb the entire cost 
of transferring shipments between the docks of the two carriers 
on all shipments regardless of quantity. 

Cosulich Line, Export Steamship Corporation, Fabre Line, Lloyd 
Sabaudo, Navigazione Generale Italiana and Navigazione Libera 
Triestina with Atlantic Transport Line, Leyland Line, Red Star Line 
and White Star Line: The agreement which it is proposed to modify 
is an arrangement between the direct lines holding membership in 
the West Coast of Italy Conference and four trans-Atlantic services 
represented by the International Mercantile Marine Company whereby 
the latter undertake to maintain the direct line rates on transship- 
ment cargo from North Atlantic ports destined to West Coast of Italy 
ports with transshipment at London, Liverpool or Antwerp. The pur- 
pose of the modification is to record Fabre Line as a participating 
direct line carrier in this agreement. 


Cancellation of agreements were approved as follows: 


American Mail Line, Blue Funnel Line, Canadian Pacific Steam- 
ships, Limited, Dollar Steamship Lines, Inc., Kerr Steamship Com- 
pany, Ine., Klaveness Line, Nippon Yusen Kaisha, Osaka Shosen 
Kaisha, and Pacific-Java-Bengal Line with American Pioneer Line, 
Barber Steamship Lines, Inc., Dollar Steamship Line, Kerr Steamship 
Company, Inc., Kokusai Kisen Kabushiki Kaisha, Osaka Shosen Kaisha 
and Nippon Yusen Kaisha: The agreement cancelled provides that 
the member lines of the Pacific Westbound Conference are to be per- 
mitted to maintain the existing spread in rates over rates fixed by the 
members of the Far East Conference on unmanufactured tobacco 
moving during the calendar year 1931 to Far East ports and to par- 
ticipate in contracts between members of the Far East Conference 
and shippers in respect to shipments moving overland or by inter- 
ie carriers. This agreement was approved by the board January 
14, 1931. 

Gulf Pacific-Redwood Line with The California Transportation 
Company: Requests board approval of cancellation of agreement be- 
tween Redwood Line, Inc., and The California Transportation Com- 
pany, approved by the Board March 12, 1929, providing for through 
movement of shipments from Mobile and New Orleans to Stockton, 
Calif., with transshipment at San Francisco. Approval of cancellation 
of this agreement is requested because the Gulf Pacific-Redwood Line, 
successor of Redwood Line, Inc., will, under another agreement with 
The California Transportation Company on file with the board, per- 
form the services rendered by Redwood Line, Inc., under the agree- 
ment which it is desired to cancel. 





BOARD AND FOURTH SECTION 


The Shipping Board July 15 directed its bureau of traffic 
to intervene in support of petitions filed by Pacific coast steam- 
ship lines for rehearing before the Commission of the decision 
of division 3 in Fourth Section Applications No. 13457 et al., 
granting fourth section relief to Pacific coast railroads to meet 
water line competition between west coast ports. 

The board adopted a resolution declaring that if the deci- 
sion were permitted to stand, a large portion if not all of the 
traffic now being transported by ships operating in the coast- 
wise trade on the Pacific coast would be diverted to the rail- 
roads. Continuing, the board, in its resolution, said: 


Whereas, The United States Shipping Board is interested in 
the welfare of the water lines involved in this case as an impor- 
tant part of the American merchant marine, which Congress has 
declared shall be developed and maintained and that an American 
merchant marine is necessary for the national defense and for the 
development of both domestic and foreign commerce, and 

Whereas, It is believed by the United States Shipping Board 
that the object of the rail carriers in seeking and obtaining the 
fourth section relief which has been granted them by the Com- 
mission in this case, is to drive the coastwise water carriers from 
this competitive trade by diverting to the rail lines a substantial 
part, if not all, of the port to port traffic which naturally belongs 
to the water lines, 

Resolved: That the United States Shipping Board convey to 
the Interstate Commerce Commission the protest of the board against 
the far reaching and unprecedented relief granted the applicants 
in the cases known as Pacific Coast Fourth Section Cases and 
more particularly designated as Fourth Section Applications No. 
13457 et al., with endorsement of the petition filed by the steam- 
ship companies for reopening and reargument before the full com- 
mission, and with request for permission to participate in rehearing 
and reargument if granted. 


NEW JERSEY LIGHTERAGE CASE 


The Trafic World New York Bureau 


Indication by one of the New Jersey petitioners that if 
New Jersey did not get all it sought in its suit to obtain segre- 
gation of lighterage charges in New York harbor and a revision 
of the freight rate structure for the district it might accept a 
compromise, followed by an emphatic denial by John J. Hickey, 
Deputy Attorney-General for the state of New Jersey, were the 
outstanding developments in the final series of hearings in the 
case, held before Examiner Earl M. Steer, in Brooklyn. 

The compromise suggestion came in the course of the testi- 
mony of Milton P. Bauman, who testified on behalf of the New 
Jersey Traffic Advisory: Committee. The suggestion was that 
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ONQUERORS 










OT Genghis Khan, Attila, Caesar nor Alexander; 
not Charlemagne, Napoleon, Wellington nor Piz- 
zaro. They conquered — but their victories came 

through paths of destruction. 


Our progress in civilization—our amazing human 
advancement — owes much more to transportation than 
to force and arms. Man’s ingenuity as applied to prac- 
tical forms of transportation has, indeed, conquered the 
earth, the waters and the air. Fire and water —elec- 
tricity —oil and its by-products —supply the propell- 
ing force for huge locomotives, gigantic steamships and 
great aircraft. 
Modern times bring many problems. In the rapid 
handling of mass transportation and in moving the great 
output of products that sustain life and industry, rail- 
way transportation provides the great arteries through 
which these commodities circulate throughout the 
nation. With the development of the railways came 
our development as a nation. Frontiers disappeared— 
the trading post became our modern emporium — the 
wilderness has been transformed into productive fields. 


Conquerors? Yes —constructive conquerors—the 
vanguard of progress, development and prosperity. The 
Norfolk and Western Railway takes pride in the fact 
that it has been, and is, one of these constructive con- 
querors — that its modern facilities and services have 
been developed in advance of the requirements of its 
patrons and of its territory. ale 







Representatives of the Freight Traffic Department of the Norfolk and a 
Western Railway are located in all great producing and consuming centers. _- 
They will gladly aid you in conquering your traffic problems ” 





NORFOLK ano WESTERN RAILWAY 


ROANOKE, VIRGINIA 
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if New Jersey did not get what it sought it might accept the 
alternative proposition for equal treatment in all parts of the 
port district. Mr. Bauman stated that New Jersey did not object 
to the principle of rate grouping provided the groups were “fair” 
and applied to light traffic. 

The witness said this in answer to a question of Mr. Hickey. 
It caused Wilbur LaRoe, counsel for the Port Authority of New 
York, who is chiefly interested in fighting the demand of Boston 
for a segregation of lighterage charges in New York harbor, 
to have the point amplified more clearly when he asked spe- 
cifically: 

“Would the people you represent accept as an alternative a 
grouping of the whole port area with absolute equal treatment 
to everybody, which would include the same class rates, the 
same free lighterage, the same switching, the same rate group- 
ing in all directions?” 

“While this would not be our first choice,” Mr. Bauman re- 
plied, “we would accept it as a fair alternative.” 

Mr. Hickey suggested that if New Jersey is to be deprived 
of what it regards as its rights in the segregation of lighterage 
costs from the regular rail rate, and lower rates, it might accept 
the alternative which had been referred to. 

A wordy battle ensued between the New Jersey attorneys 
and those representing the New York railroad defendants and 
interveners. The New Jersey interests claimed that the state- 
ment had been wrongly interpreted in a newspaper editorial 
comment, had led to confusion and an entirely unfair misap- 
prehension of the petitioner’s attitude in the matter. 

Examiner Steer refused to expunge from the record the 
statement made before him by Mr. Bauman to the effect that 
New Jersey might accept a compromise. Mr. Hickey said he 
would not contest the ruling of the Commission, as he would 
content himself with having it now placed in the record of the 
complainants how New Jersey really stood—that is, New Jersey 
is not accepting any compromises or any alternative proposi- 
tions, since the case must stand on its own merits in the evi- 
dence before the Commission and that it was up to the railroads 
to prove their own position; the burden of the defense rested 
on them and not on the mere statement of any witness in answer 
to a question. 

The greater part of the session was given over to rebuttal 
evidence by the New Jersey complainants controverting the 
testimony of various witnesses who testified for the defense at 
the hearings recently held in New York. An attempt was made 
to refute the testimony by the defense with regard to the cost 
of lighterage in New York harbor; to show that conditions at 
San Francisco and Hampton Roads were not similar to those 
which prevail at New York, as had been claimed; that the elab- 
orate switching operations in the Chicago rail terminal were 
not to be fairly contrasted with the lighterage operations in 
New York; that railroad tariffs and rates differ from those that 
had been previously quoted, and to show that the Erie Canal 
was only a minor factor in contributing to the greatness of the 
commerce of New York harbor. 

Boston also had an opportunity to present evidence in the 
effort of the Boston Port Authority and the city of Boston to 
have the New York harbor lighterage charges segregated from 
the regular rail freight rate. In this connection George H. 
Parker, rail rate expert, presented a technical analysis of rates 
and port costs at Boston as compared with New York and 
Baltimore. 

There is a possibility that the Boston case may be reopened 
for a short hearing on the demand of the Port Authority of 
New York, which has been fighting the Boston claims, and of 
Deputy Attorney-General Parker McCollester, of New York, 
chief counsel for the New York interveners, on the ground that 
Mr. Parker had been permitted, over their objections, to read 
into the record what they said was new evidence which the 
witnesses had presented to buttress their previous direct testi- 
mony, at which time this should have been presented. 

At the close of the hearings, Examiner Steer announced that 
counsel would have ninety days, or up to October 16, to file 
briefs, and an additional thirty days, or November 15, to file 
reply briefs. 


SPLIT DELIVERY CASE 


The Shipping Board has further postponed the effective date 
of its order in No. 45, Associated Jobbers and Manufacturers 
vs. American-Hawaiian Steamship Company et al., 30 days from 
July 13, because the federal court in New York has not yet 
decided the case in which the order is under attack. 


VESSEL FREIGHT EARNINGS 


The total freight earned in 1930 by vessels engaged in 
carrying United States exports and imports on the oceans and 
the Great Lakes was approximately $699,000,000 and of that total 
approximately $447,000,000 went to foreign vessels, according 
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to a trade information bulletin entitled “The Balance of Inter- 
national Payments of the United States in 1930,” issued by the 
Department of Commerce. 

Total freight earned on exports from the United States by 
American bottoms in 1930 was $101,453,000. Total freight paid 
to foreign vessels for carrying United States imports in 1930 
was $200,878,000. 

On Great Lakes freight American vessels earned $5,540,000 
on United States imports in 1930 as against $1,028,000 earned by 
foreigners. On United States exports American vessels on the 
Great Lakes earned $3,667,000 as against $5,805,000 earned by 
foreigners. 


OCEAN MAIL BIDS 


Bids for ocean mail contracts, to be opened August 17, have 
been asked by the Post Office Department, under the Jones- 
White merchant marine act, for the routes from New York to 
Rotterdam, Baltimore by Newport News and/or from New York 
to Antwerp and/or from Baltimore by Newport News and/or 
Norfolk to Antwerp or from Boston or Philadelphia to Rotter- 
dam or Antwerp; from Mobile or other east Gulf port to Havre, 
Liverpool, Manchester, Glasgow and Belfast; from Mobile or 
other east Gulf ports to Havre, London, Antwerp, Aberdeen and 
intermediate British ports between London and Aberdeen, and 
from Mobile or other east Gulf port to Rotterdam, Bremen and 
Hamburg; and from Seattle by Puerto Columbia and Kingston 
to Tampico, Mex. These routes are now being served by the 
American Diamond Lines, the Mobile Oceanic Line, and the 
Gulf Pacific Line. The contracts will provide for construction 
of new vessels, reconditioning of vessels, and operation of 
specified types of vessels. They will call for compensation in 
the aggregate of $1,285,000 to the lines. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved an allotment of $75,000 
for operating and care of lock and dams in the Great Kanawha 
River, W. Va. 

The Chief of Engineers, Major General Lytle Brown, has 
authorized the survey of the New River up to Richlands, N. C., 
in connection with the inland waterway from Beaufort, N. C., 
to Jacksonville, Fla., in accordance with the river and harbor 
act of July 3, 1930. He has also authorized the survey of Ko- 
diak Harbor, Alaska, in accordance with the river and harbor 
act of July 3, 1930. 


BARGE LINE COFFEE STORAGE 


The Port of Philadelphia Ocean Traffic Bureau has asked 
President Hoover to investigate the terminal practices of the 
Inland Waterways Corporation “and require it to place into 
operation such rules and regulations in connection with the 
operation of said corporation as will compare favorably with 
the published rates and practices of the railroads at terminals, 
and for ‘in transit’ privileges, so that the Inland Waterways Cor- 
poration will not in the future indulge in unfair and discrim- 
inatory arrangements to the detriment of other shippers, who, 
on account of their geographical location are obliged to pay 
such rates for these services as are prescribed for them by 
the Interstate Commerce Commission.” 

The quotation is from a resolution adopted by the bureau. 
Copies were sent to the President and to Secretary of War 
Hurley. The in transit privilege about which the Philadelphia 
organization complains is the holding in transit, by the barge 
line, of green coffee and the solicitation by it of transportation 
by its slower facilities on the ground that the slower transporta- 
tion makes it possible to avoid the payment of storage. Some 
of the correspondence is signed by Richard Weglein, president 
of the bureau, and some by G. W. Edmonds, it manager. 

Secretary Hurley, in a letter to President Weglein, said the 
properly constituted legal body to make the investigation, the 
Interstate Commerce Commission, had already done so in No. 
23510, American Warehousemen’s Association vs. Inland Water- 
ways Corporation, in which Examiner W. A. Maidens had made 
a report recommending dismissal; and in I. and S. No. 3534, 
wherein the railroads undertook to withdraw from barge line 
tariffs offering in transtt storage on sugar, and in No. 23836, 
Savannah Sugar Refining Co. et al. vs. Inland Waterways Cor- 
poration. Examiner C. W. Berry, in a report on the suspension 
proceeding and the formal complaint, joined for disposition, 
recommended dismissal of the complaint and vacation of the 
suspension proceeding, holding that there was nothing wrong 
with the rates or practices and that as a matter of law a finding 
of undue prejudice and preference was precluded by the decision 
of the Supreme Court of the United States in Central Railroad 
of New Jersey vs. U. S., 257 U. S. 247 (42 S. Ct. Rep. 80), in 
which that court upheld the proposition that transit was a 
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spotlight firmly fixed on concrete 
facts and figures. Profits must be 
maintained. Costs must be reduced. 


Ge NEW economic era finds the business 
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Among the important factors that re- 
duce sales costs are efficient ports, 
strategic distribution centers. Wilmington offers both 
at low cost. 





The Wilmington Marine Terminal is on a thirty-foot 
channel; docks five ships; provides 200,000 square 
feet of covered and open storage space; connects with 
three railroad trunk lines. 


Plant sites immediately adjoining the Marine 
Terminal are in the very heart of a rich market; 
are favored by low tax and power costs; have all 
transportation, banking and commercial facilities. 


A circle of ninety-two miles around Wilmington in- 
cludes less than 1% of the total area of the United 
States; but within this circle are nearly 6% of the entire 
population, and over 7% of the spendable income. 
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1% OF AREA OF U. S. 

6% OF ENTIRE POPULATION 

7% OF SPENDABLE INCOME 

9% OF ALL INDUSTRIAL PURCHASES 





Over 9% of all industrial purchases are made by 
manufacturing industries within the circle, which 
produce nearly go, of the national output of these 
industries, based on value. 


Some commodities bound for the West by freight, 
can be shipped cheaper from Wilmington than from 
either Philadelphia or New York. Besides, freight 
shipped from Wilmington has the advantage of a one- 
hour lead on freight from either of the other cities. 


These facts are concrete reasons why tonnage handled 
at Wilmington Marine Terminal has increased over 
300% since 192 5-26—why Wilmington plant sites have 
found increasing favor with thoughtful manufacturers. 


Ask us howwe can help you solve your shipping and dis- 
tribution problems—Address Charles H. Gant, Man- 
ager, Wilmington Marine Terminal, Wilmington, Del. 


xe x * ® * * * WILMINGION 
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matter local to the line allowing it, and not within the control 
of any of its connections. 

Mr. Weglein, answering Mr. Hurley, said that Examiner 
Berry’s statement was in keeping with general decisions of the 
Commission, but did not go deep enough into the Commission’s 
rulings upon transit privileges in 23 I. C. C. 151, and 3 I. C. C. 
592, Mattingly vs. Pennsylvania Co. He said the discrimination 
against north Atlantic ports, by reason of the barge line practice, 
still continued. 

“Without entering into a discussion as to whether the 
activities of this line are or are not placed by section F of 
the act creating this corporation under the supervision of the 
Interstate Commerce Commission or the United States Shipping 
Board,” said Mr. Weglein, “the Constitution of the United States 
is still the basic law of the land and in it there is a provision 
preventing discrimination between ports, and here we have two 
governmental bodies, the Interstate Commerce Commission and 
the Inland Waterways Corporation, one requiring, and the other 
omitting charges for a service which provides a discrimination 
forbidden by the Constitution. This condition should appeal 
to you so as to result in all discriminating practices being im- 
mediately prohibited.” 

There has also been correspondence with the Shipping 
Board about the matter, Mr. Edmonds and Frank S. Davis, the 
latter the manager of the Maritime Association of the Boston 
Chamber of Commerce, having taken up the subject with Chair- 
man O’Connor. Chairman O’Connor said that the Shipping 
’ Board had read “with interest the facts set forth therein, per- 
taining to the practice of the Federal Barge Line in offering to 
interior importers of green coffee, slow barge line service in 
order to evade storage charges at New Orleans, St. Louis and 
other river ports.” 

“While we can fully appreciate the harmful effect on eastern 
ports which would most likely follow a continuation of this 
practice,” said Mr. O’Connor, “we do not feel that this is a 
matter coming within the jurisdiction of the Shipping Board.” 

That was by way of answer to a contention made by Mr. 
Edmonds that section F, as Mr. Weglein called it, of the shipping 
act, put the barge line under control of the Shipping Board. 

“The above is, of course, not to be taken as a formal deter- 
mination of the jurisdiction of the Shipping Board,’ continued 
Mr. O’Connor. “We are sending a copy of this letter (which 
was addressed to Mr. Davis) to Mr. Edmonds with the suggestion 
that if he should care to make this matter the subject of a 
formal complaint filed with the Shipping Board, it would be 
given prompt and careful consideration and formal decision 
rendered.” 


BARGE LINE SUGAR TRANSIT 


A charge of unfairness, in the matter of transit on sugar 
at Memphis, Tenn., has been laid against the government barge 
line by the Rose Warehouse Company, which operates a ware- 
house in that city, in correspondence between L. S. Rose, presi- 
dent of the warehouse company, and W. M. Hough, traffic man- 
ager of the barge line. It grows out of the failure of Mr. Hough 
to incorporate in the barge line tariff a note permitting transit 
sugar to be stored at a warehouse or warehouses not coming 
within the description now carried in the tariff “riverside ware- 
house located adjacent to Federal Barge Line Terminal and 
connected therewith by ramps, gangways, or runways or plat- 
forms over which hand trucks may be operated.” The quoted 
language is from a note in the barge line tariff permitting stor- 
age of sugar at Memphis only in a warehouse of the sort 
described in the quoted language. 


The privilege of storing transit sugar, according to Mr. 
Rose, was granted by the barge line to a warehouse of a transfer 
company at Memphis. Mr. Rose charged, in a letter addressed 
to Mr. Hough last January, that the warehouse to which the 
storage of transit sugar had been extended “has no direct con- 
nection with your terminals on the river.” Therefore Mr. Rose 
told Mr. Hough, “we feel that you are discriminating against 
ourselves.” Mr. Rose stated that “we have always been willing 
to absorb switching charges from your terminals to our ware- 
house.” 

“Of course,” said Mr. Rose, “we do not claim that we can 
store sugar for the rates you are so doing, but, evidently you 
contemplate raising your rates to allow warehouses other than 
your own to handle transit merchandise, more especially sugar.” 

In the course of the correspondence Mr. Rose suggested 
5,000 bags as a minimum to warrant the barge company to take 
to a terminal other than its own for unloading preliminary to 
storage in a warehouse other than the barge line warehouse 
where sugar in transit is “held” on charges that have recently 
been reviewed by a Commission examiner and found by him to 
be not unduly low. Mr. Hough suggested a 500-ton minimum, Mr. 
Rose countering with a suggestion of 250 tons. Mr. Rose iterated 
and reiterated that there would be no expense to the barge 
company for the taking of the sugar to the Rose warehouse, 
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although he said he would expect an allowance for unloading, 
something like 50 cents a ton, which, he said, he understood 
was the allowance made to refineries at New Orleans when 
they did the unloading and the barge line to move the barge 
to the unloading point. On that basis he said he thought, if 
the idea met the approval of Mr. Hough, the Rose warehouse 
should be included in the barge line tariff as participating in 
transit arrangements at Memphis. 

Before saying anything definite, Mr. Hough sought informa- 
tion as to the location of the Rose warehouse and the things 
that would have to be done to get transit sugar to it. Mr. Rose 
furnished it. Then Mr. Hough said that the situation outlined 
by Mr. Rose “contemplates one of the matters specifically cov- 
ered by I. C. C. docket 23510, which, as you know, is still in 
the hands of the Commission for decision.” 

That is the complaint the American Warehousemen’s Asso- 
ciation brought against the barge line’s storage or hold arrange- 
ments in connection with transit. Mr. Hough, in his letter 
bringing that case to the attention of Mr. Rose, said he believed 
the Rose warehouse was a member of that association. 

“Until the case is decided by the Commission presume you 
appreciate we are not in position to change the situation,” 
said Mr. Hough. “If, however, the complaint is withdrawn 
before decision is rendered, we will be glad to give your propo- 
sition due consideration.” 

The position taken by Mr. Hough in which he used the 
language quoted in the preceding paragraph, Mr. Rose said, he 
could not understand in view of the testimony he said Mr. 
Hough had given in the case hereinbefore mentioned. In the 
testimony quoted by Mr. Rose the barge line traffic manager 
is represented as telling the Commission that “the whole object 
to be accomplished (by the transit arrangement) is lost where 
unnecessary and unnatural terminal expenses are incurred.” 
Mr. Hough added that “with this thought prominently in mind, 
the barge line has held the transit arrangement on sugar to 
detention in its regular river terminals where the freight must 
always be unloaded and passed directly to cars, held for local 
delivery or laid down awaiting other disposition.” 

In the course of the correspondence Mr. Rose pointed out 
that the warehouse to which he said the transit privilege had 
been extended was so far from the barge line terminal that 
the sugar had to be trucked up the barge line incline and then 
over two railroad tracks and a thoroughfare. To that Mr. 
Hough retorted that the barge line took the sugar to the other 
warehouse at no greater expense than to its own. He pointed 
out that the Rose warehouse was nowhere near the river and 
that at least one switching charge would be involved on the 
inbound movement, adding that if the Rose warehouse were 
located as the other warehouse “there would be no unnecessary 
and unnatural expense.” 


“At any rate,’ said Mr. Hough, “unless the warehousemen’s 
complaint is withdrawn or until it is decided by the Commission 
we are not prepared to make any change in the current transit 
arrangement at Memphis. To do so would constitute an act 
of unfairness to the court as well as to other parties at interest. 
You, as a member of the association, have asked the Commis- 
sion to abolish the privilege altogether. This question is now 
in their hands for determination. Meantime you ask us to ex- 
tend it to your house, which, I presume you must understand 
cannot be done so long as the complaint rests with the Com- 
mission.” 

Mr. Rose submitted the correspondence to R. W. Dietrich, 
chairman of the committee on traffic and transportation of the 
warehousemen’s association. 


“Let me state now,” said Mr. Dietrich, “that Mr. Hough’s 
position is merely a following out of an unfair and discrim- 
inatory policy initiated by his predecessor. I do not under- 
stand why Mr. Hough would make it a condition that our com- 
plaint should be withdrawn before he will give your proposition 
due consideration; your proposition is either right or wrong, 
and should be settled on its merits without regard to any other 
bargaining.” 

Mr. Hough disavowed any desire to quarrel with Mr. Rose 
or to penalize him for membership in the warehousemen’s 
association. In his last letter to Mr. Hough, Mr. Rose said that 
while he knew that though his warehouse had the transit priv- 
ilege it would be impossible for the Rose warehouse to store any 
transit sugar under the low charges by the barge line, he said 
he could see no harm in extending the privilege inasmuch as it 
had been extended to another warehouse. 

In closing the correspondence, extending over several 
months, Mr. Hough said he was glad to have Mr. Rose’s con- 
firmation that even if the privilege were extended, the Rose 
warehouse would find it impossible to store transit sugar. There- 
fore, he said, he could not understand why Mr. Rose was asking 
for it. At any rate, he said, until these transit cases were 
definitely decided by the Commission, the barge line was not 
prepared to extend the privilege to other warehouses located on 
the river bank. 
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Strategically placed icing stations 
keep perishables, in transit via Erie, 
scientifically refrigerated . . 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions -agrnen Sagy practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of ee herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Extent to Which Commodity Rate Items 
Apply on Mixed Carload Shipments 


Minnesota.—Question: Please give us your interpretation of 
the following: M. St. P. & S. S. M. Tariff 6-C, I. C. C. No. 6316, 
Item 160-A, names rates on canned goods from Minneapolis to 
Hancock, Mich. This item refers to Agent Boyd’s Tariff No. 
208-A, I. C. C. No. A-2150, Item 120, for the canned goods 
description. Is it possible to mix canned goods from the various 
lists in Item 120 of Agent Boyd’s Tariff No. 208-A in the same 
car at the carload rate on canned goods? 

Our contention is that Item 120 of Agent Boyd’s Tariff No. 
208-A is referred to as to such articles that may be called canned 
goods and that any combination of lists may be made when the 
tariff reads as Item 160-A of M. St. P. & S. S. M. Tariff No. 
6-C, i. e., canned goods as described. 

Item 140-A of C. St. P. M. & O. Tariff No. 3675-J, I. C. C. 
No. 4742, under Circle 4, reads identically the same as Item 
160-A of M. St. P. & S. S. M. Tariff No. 6-C, i. e., “canned goods 
as described,” and we can readily see that any article in the 
lists in Agent Boyd’s Tariff No. 208-A, Item 120, may be mixed 
under the same wording. 

We maintain that if it were not the intention of the carriers 
to mix the various lists in Item 120 of Agent Boyd’s Tariff No. 
208-A, they would have made the tariff making reference to that 
item read “canned goods as provided,” instead of “canned goods 
as described,” as they have done in Item 1425 of Agent Boyd’s 
Tariff No. 1-S, I. C. C. No. A-2105. 

Answer: Item 160-A, Supplement 13 to M. St. P. & S. S. M. 
Tariff, I. C. C. No. 6316, merely provides for commodity rates 
on “canned goods as described in Item 120,” or the Western 
Trunk Line tariff. This item makes no mention of mixed ship- 
ments. Any authority for such shipments must be found in the 
commodity description item, No. 120, of the Western Trunk Line 
tariff. 

Item 120 arranges the various kinds of canned goods into 
various groups, called “lists,” each group or list specifying 
whether the articles named therein may be shipped in straight, 
mixed, or straight and mixed, carloads. No provision is made 
for mixing articles of various lists in the same shipment. 
Furthermore, it apparently was not intended that articles of one 
list should be shipped with articles of another list, for the cap- 
tion of Item 120 reads: 

Where reference is made to this item, rates will apply on the 
following articles * * * in straight carloads or in mixtures shown be- 
low in the respective groups. 

Inasmuch as Item 160-A of the rate tariff is silent as to 
mixtures, leaving the entire description to Item 120 of the 
Western Trunk Line tariff, and the latter limits rate which make 
reference thereto to mixtures as outlined in the different groups 
or lists, we find no authority for applying the Item 160-A rates 
to mixed shipments of articles appearing in different lists in 
Item 120. 

As the foregoing interpretation of the two items seems to 
be justified the item in the C. St. P. M. & O. tariff is inapplicable 
to the situation. Further, that item contains its own provisions 
for mixtures where departures from the limitations of Item 120 
of the Western Trunk Line tariff are desired. 


Tariff Interpretation—Transit—Addition of Transit Charge to 
Factors Under Minimum Rate Clause 

W yoming.—Question: We would be pleased to have your 
interpretation of Item 25, of C. B. & Q. Tariff No. 4202-H, I. C. C. 
No. 15627. For instance, a carload of wheat criginating at 
Ucross, Wyo., on the Wyoming Railway, is milled in transit at 
Sheridan, and the finished product forwarded on to Greeley, 
Colorado. The rate Ucross to Greeley is 38%c (C. B. & Q. 


Tariff, I. C. C. No. 17227), the transit charge is 34%c (Item 500, 
Cc. B. & Q. I. C. C. No. 15627), making a through rate of 42c. 
The rate from Sheridan, Wyo., to Greeley direct is 44c. 
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What is the rate to apply on this shipment, the rgeular 
rate of 44c from Sheridan to Greeley or 4714c, being the Sheridan 
rate plus the transit charge of 344c. 

Answer: In our opinion the transit charge of 3%c, provided 
for in Item 500 of C. B. & Q. Tariff, I. C. C. No. 15627, must, 
under the principle of the Commission’s decision in State of 
North Dakota vs. Mo. Pac. Ry. Co., 153 I. C. C. 215, be added 
to the rate of 44c per 100 pounds, which applies from Sheridan, 
Wyo., to Greeley, Colo. In this case the Commission, on page 
222, said: 

To determine the applicable rate, which term is universally ac- 
cepted as contemplating the measure of the carrier’s compensation 
for the service of transportation only, it is necessary to look beyond 
the transit rule to the provisions of the note to which the rule is 
expressly made subject. There it is plainly provided that the “rate 
from point of origin to final destination,” without reference to any 
charge otherwise provided in the tariff for the additional transit 
service, shall not be less than the higher of the through rates on 
the commodities shipped to and from the transit point. Considered 
in the light of the recognized right of the carrier to assess a rea- 
sonable charge for the additional service required under transit ar- 
rangements, it is evident that the intent and purpose of the fore- 
going excerpt from the transit rule considered was to establish a 
separate Charge of 1.5 cents for the transit service, to be assessed 
in addition to the applicable rate for transportation governed by note 
1, Although the intention of the publishers is not controlling, and a 
tariff must be construed in strict accordance with its terms, if a 
fair and reasonable construction made in the light of all the -pertinent 
provisions gives effect to the intention and purpose of the framers, 
such intention should control. Gates Marble & Tile Co. vs. C 
& St. L. R. R. Co., 120 L C. C. 276. 


Rate—Applicable Rate in Absence of Tariff Publication 


Georgia.—Question: An article described in bill of lading as 
“Concrete Building Block” moved from Savannah, Ga., to 
Columbia, S. C., during 1930 on basis of a rate of 9c per 100 
pounds, as per Agent Glenn’s Brick Tariff, I. C. C. No. A-730. 
Afterwards, the carrier renders an undercharge bill based upon 
Class “‘A” rating of 26c per 100 pounds, in Agent Glenn’s Georgia 
Tariff, I. C. C. No. A-705, contending that Item 33, page 471, 
C. F. C. No. 6 should apply. Article actually comprises artificial 
stone as per Description B, Item 175, page 34, of Agent Cottrell’s 
Charlotte Tariff, I. C. C. No. 694. 

Item 450, page 11, Glenn’s I. C. C. No. A-705, provides for 
the non-application of class rates therein on artificial stone in 
blocks, pieces, or slabs, sawed or sand rubbed in carloads. There 
being no commodity rates in effect from Savannah, during the 
period that shipment moved, kindly advise what rate would 
properly apply. 

Answer: In Memphis Freight Bureau vs. K. C. S. Ry. Co., 
17 I. C. C. 90, the Commission held that where a transportation 
service has been rendered for which no tariff authority whatever 
exists and where the shipper has paid the sum claimed by the 
carrier for that service, it has jurisdiction to inquire what was a 
reasonable charge for the service and to order the repayment of 
whatever the carrier has collected over and above such reason- 
able charge. 

However, in the event the carrier has not collected any 
charge for the transportation or has collected an amount less 
than what it regards as a reasonable charge for the service, the 
question arises as to whether, in the absence of an applicable 
rate, an additional amount or any amount may be collected by 
the carrier. As to this question see the decisions in C. M. & St. 
P. Ry. Co. vs. Fry & Co., 186 Pac. 668; Mott Store Co. vs. St. L. 
& S. F. R. Co., 168 S. W. 322, and Freeman vs. Demendo, 148 
S. W. 605. In the first case it was held that in the absence of 
any tariff provision for a rate the carrier would be entitled to 
receive the reasonable value of the service rendered. In the 
second case it was held that a freight rate put in force by a 
carrier in accordance with the Interstate Commerce Act is con- 
clusive on the carrier and shipper, and a contract for a lower 
rate is invalid; but, in the absence of the establishment of 
such a rate, the carrier and the shipper may make a valid con- 
tract fixing the rate on an interstate shipment. In the last 
referred to case it was held that where carriers had not agreed 
on rates for interstate shipments and no rates were published 
as required by the Interstate Commerce Act, a rate quoted for 
an interstate shipment and acted on by the shipper must govern 
and the carriers, partners in the transaction, could not recover 
a higher rate. 

Tariff Interpretation—Application of Rule 24 of Classification 
in Connection With Trans-Continental Tariffs 


Ohio.—Question: We notice your answer in the Traffic 
World of June 13, page 1442, under the above caption. It is 
our understanding that in your opinion Rule 24 is applicable 
in connection with commodity rates named in Tariff No. 1-J, 
Agent Toll’s I. C. C. No. 1257, unless otherwise specified or 
when Rule 34 is applicable. For example, take Item 3465. We 
understand that in your opinion Rule 24 of the Consolidated 
Classification will apply in connection with section 3 of this 
item. 

Are we correct in our interpretation of your reply? 

Answer: You have correctly interpreted the effect of our 
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answer to which you refer, i. e., that under the provisions of 
Item 790, which states that the rules published in the Western 
Classification also govern the application of the rates named in 
the tariff except as otherwise provided below or in individual 
rate items, Rule 24 is applicable in connection with commodity 
rates named in Agent Toll’s Tariff, I. C. C. No. 1257, including 
the rates published in Section 3 of Item 3465. 


Routing and Misrouting—Conflict Between Rate and Route 
Shown in Bill of Lading by Shipper 


Louisiana.—Question: Please give us your opinion or cite 
us decisions of the Commission covering the following: 

During March, 1931, we made two shipments of box shooks, 
taking regular lumber rates, from Bogalusa, La., on the N. O. G. 
N. R. R. to Hazelhurst, Miss., on the I. C. R. R. and simply 
routed them via I. C. and inserted the lowest combination rate 
of 194%c in lading. This rate is the Brookhaven, Miss., combina- 
tion, and we contend that the carriers should have forwarded 
the shipments via Wanilla, Miss., Miss. Cent. R. R., Brookhaven, 
Miss., I. C. R. R. in view of the fact that their agent at shipping 
point did not call our attention to the apparent conflict in the 
bill of lading. 

The carrier cites Interstate Commerce Commission ruling 
in Stebbins vs. D. L. & W., 42 I. C. C. 150. However, as we do 
not have copies of all decisions will appreciate early advice. 

Answer: In Stebbins vs. D. L. & W. R. Co., 42 I. C. C. 150, 
the Commission held that where the consignor specifies the 
routing that he desires his shipment to take by naming a carrier, 
which in connection with the originating line, forms a through 
route from point of origin to destination, the initial carrier can 
not be charged with having misrouted the shipment if it bills it 
over that route instead of selecting a cheaper route in which 
those carriers participated, but with a third carrier intervening. 

The Stebbins case is not, however, in our opinion, applicable 
where there is a conflict between the rate and route shown in 
the bill of lading by the shipper. Where this is the case it is 
the duty of the initial carrier to obtain further and definite in- 
structions from the consignor, and its failure so to do renders it 
liable for any damage to the complainant which may have 
resulted therefrom. Nebraska Bridge Supply & Lumber Co. vs. 
N. 0. @& T. P. Ry. Co., 136 I. CC. C. 3246. 


Tariff Interpretation—Scrap Iron 


Pennsylvania.—Question: We are the manufacturers and 
shippers of cast iron sectional steam and hot water boilers and 
quite often sections are returned to us by freight, due to being 
cracked in transit or other defects and being unable to satis- 
factorily weld them, they are reduced to fragments at our plant 
and remelted. 

We have requested the shippers in all such cases to describe 
the shipment as scrap iron for remelting only, in order to take 
advantage of the scrap iron rate, but the carriers insist that, 
inasmuch as they are offered for shipment in the original form, 
they are not subject to the special scrap iron rates, even though 
we make affidavit that they are actually remelted. 

We find where the Interstate Commerce Commission in 
Richmond Radiator Company vs. C. & N. W. Railroad, 115 I. C. 
C. 743, holds that the shipments must be reduced to fragments 
to come within the tariff description of scrap iron. 

Can you find a later decision covering this material and, in 
your opinion, would not actual proof of remelting be sufficient to 
apply scrap iron rates? 

Answer: Whether or not an article may be shipped as scrap 
iron and entitled to rate or rating thereon, depends upon the 
nature of the article and upon the tariff description of scrap 
iron. 

In Southern Scrap Material Co., Ltd., vs. N. O. G. N. R. Co., 
159 I. C. C. 266, the Commission held that the complainant had 
not shown that a shipment had no value other than for melting 
purposes, on which shipment it was sought to apply the scrap 
iron rate on “‘scraps or pieces of steel having value for remelting 
purposes only.” 

In Richmond Radiator Co. vs. C. & N. W. Ry. Co., 115 I. C. 
C. 743, the Commission held that the article shipped did not 
come within the tariff description of “scraps or pieces of iron 
or steel suitable for remelting purposes only,” in that they were 
shipped in their original form and had not been reduced to frag- 
ments, scraps or pieces so as to be useless for any purpose other 
than remelting, and stated that it is the nature of the article 
shipped, not the price for which it is sold or the use to which 
it is put, that determines whether the rate on scrap iron applies. 

In Wrought Washer Mfg. Co. vs. P. M. Ry. Co., 136 I. C. C. 
703, the Commission, in holding that the scrap iron rate was not 
applicable, on page 706, said: . 

Complainant does not remelt any of the articles received but 


reheats and rerolls about 30 per cent of them. The remainder of 
complainant’s inbound shipments are used for the manufacture of 


washers without employing the reheating process, 
(Continued on page 150) 
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Personal Notes 





Milton P. Bauman, traffic consultant, Jersey City, has opened 
a branch office in New York. 

The Southern Railway announces the appointmenst of G. B. 
Miller, district freight agent, Chattanooga; A. L. Day, commer- 
cial agent, Meridian, Miss.; C. I. Hassell, commercial agent, 
Hattiesburg, Miss. 









Doings of 





Omang ee 





5 


the Traffic Clubs 





The Junior Traffic Club of Chicago will have an all-day 
golf outing at Glen Eagles Country Club, July 23. 





The Transportation Club of St. Paul had its annual picnic 
at Wildwood July 15. 





The Birmingham Traffic and Transportation Club had a 
“dividend luncheon” at the Hotel Thomas Jefferson July 14. 
The luncheon was free to members, the administration having 
decided that this should be so because of the club’s excellent 
financial condition. 





N. S. Worrell, the new president of the Columbus Transpor- 
tation Club, on leaving school in 1916, entered the service of the 
Kanawha and Michigan Railway in 
Columbus, Ohio, leaving it in Au- 
gust, 1917, to go to the division 
freight agency of the Pennsylvania 
at Columbus where he was suc- 
cessively seated at the trace, re- 
consignment, rate and claim desks, 
being transferred in January, 1919, 
to the office of auditor of through 
freight traffic at Pittsburgh, from 
where, May 15, he went to the 
American Zinc, Lead and Smelting 
Company, St. Louis, as traffic rep- 
resentative. He was later pro- 
moted to district traffic manager 
and subsequently to assistant traf- 
fic manager, which latter post he 
now holds. He was one of the or- 
ganizers of the Columbus Trans- 
portation Club and since its incep- 
tition some seven years ago has 
held various committee chairmanships, has been treasurer one 
term, later vice-president and now president. 








The Traffic Club of St. Joseph, Mo., will have a garden party 
the evening of July 28 at the home of Mr. and Mrs. John J. 
Goodrich. 





The Chattanooga Traffic and Transportation Club will have 
a picnic instead of the regular monthly meeting July 21. Among 
other things on the program there will be a ball game. 





The annual summer outing of the Traffic Club of St. Louis 
will be held at Westborough Country Club July 28. The day’s 
activities will be concluded with a dinner and dance. 





The Traffic Study Club of Atlanta considered land grants 
to railroads at a meeting July 17. The speaker was Hugh 
Couch, assistant to the president, Southern Railroad. 





The Norfolk-Portsmouth Traffic Club will hold its annual 
moonlight excursion to the Virginia Capes July 23 on the Chesa- 
peake and Ohio steamer Virginia. 





The Miami Valley Traffic Club will hold the fourth of its 
series of golf tournaments at Springfield, O., Country Club 
July 23. Chairman F. F. Kator calls attention to the fact that 
this will be the last opportunity to qualify for the finals to be 
held at the Miami Valley Country Club, Dayton, O., at a date 
to be announced later. 





The golf party of the Motor City Traffic Club of Detroit at 
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Lakewood Country Club in Canada July 13 was attended by 166 
members and guests. The prize for low gross for guests was 
won by C. M. Carlson, general agent, W. & L. E., at Minneap- 
olis, with a 74. B. B. Harris, A. G. F. A., L. V., Detroit, re- 
ceived the low gross prize for members with 81. 





At the meeting of the Women’s Traffic Club of Los Angeles 
July 8 a talk on “Ships and Shipping’ was made by Dessie M. 
Phipps, of Norton, Lilly & Co. Helen C. Hughes, of the Santa 
Fe Railway Company, gave her “Impressions of Congresswoman 
Florence Kahn.” Miss Hughes, a past president of the Wom- 
en’s Traffic Club, is state secretary of the Business and Pro- 
fessional Women’s Club. Ann Boeking, of the American Hawai- 
ian Steamship Company, spoke of her vacation at Lake Tahoe, 
Reno, Yosemite and Yuma. Miss Edith Robins, of the Santa Fe 
Railway Company, a guest, gave an account of her recent trip 
through eastern Canada and the New England states. The eve- 
ning was then devoted to bridge. 


QUESTIONS AND ANSWERS 


(Continued from page 148) 


‘The major issue in this case is the reasonableness of the rates 
on the classes of the material above described and here under con- 
sideration, but we shall first consider and dispose of the other is- 
sues presented. 

Complainant contends that the scrap-iron rates were and are 
applicable on the material. The official classification, governing in 
most instances, and defendants’ commodity tariffs, define scrap iron 
as “scraps or pieces of iron or steel having value for remelting 
purposes only.’”’ Although some of the material was reheated and 
rerolled, it is generally conceded that this process, by which the 
material is softened but not reduced to a molten state, is not the 
equivalent of remelting. As the material manifestly has a recognized 
commercial value for purposes other than remelting, as indicated 
by the use which complainant makes of it, it does not come within 
the definition of scrap iron as carried in defendants’ tariffs. 


In Ship Supply Co. vs. L. & N. R. Co., 189 I. C. C. 110, the 
Commission held that a shipment of used railway rails was en- 
titled to the scrap iron rate in that recourse to the classification 
definition having been expressly withdrawn, and there being no 
other tariff definitions, it became a question of fact as to 
whether or not a given shipment or iron or steel constituted 
scrap material. The Commission in this case said: 


The shipment was sold by complainant to the Franklin Steel 
Works as scrap and was used by that company for rerolling, which 
involves breaking into pieces ranging from 5 to 8 feet long, heating 
in a furnace and reduction to a condition from which it may be 
rolled into bars, angles, or other desired shapes. It would be difficult 
to produce more conclusive evidence that the lading of this car was 
in fact scrap material. 


From the foregoing it will be seen that the article must 
in fact be scrap iron and must conform to the tariff require- 
ments in order to be entitled to the scrap iron rate. 


Freight Charges—Demurrage—Liability of Consignor 


California.—Question: Would appreciate it if you could fur- 
nish us with whatever reference you may have to court deci- 
sions sustaining the principle that the shipper is not liable for 
demurrage charges accruing at destination as the result of the 
consignee’s delay in accepting delivery. 

Answer: While the consignee, by the acceptance of the 
goods, becomes liable for the payment of the freight charges 
thereon, the liability of the consignee does not depend in such 
a case on the assumption that the original shipper would not be 
liable, but on a new contract to pay the freight, evidenced in 
ordinary cases by the bill of lading and the reception of goods 
under it. There is no shifting of liability. The contract of the 
consignor and that of the consignee are not considered to be 
inconsistent with each other; each is an original contract based 
on a sufficient consideration. 

The carrier has a right to look for his compensation to the 
person who required him to perform the service by causing the 
goods to be delivered to him for transportation, and that person 
is generally, of course, the shipper named in the bill of lading, 
or the consignor. The receipt of the goods by the consignee like- 
wise obligates the consignee to pay the freight charges. 

The above statements are, without any doubt, applicable 
to the freight charges on a shipment, and, in our opinion, the 
same principles govern in the case of demurrage or storage 
charges. See P. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; 
Bewley-Darst Coal Co. vs. W. & A. R. Co., 87 S. E. 702 (Ga.), 
and B. & O. R. R. Co. vs. Luella Coal & Coke Co., 81 S. E. 1044 
(W. Va.), in which the consignor was held liable for demurrage 
charges where the consignee refused the goods. See, also, B. 
& O. vs. B. Foster Co., 81 Pa. Super. Ct. 304, and G. N. Ry. Co. 
vs. Hocking Vallely Fire Clay Co., 166 N. W. 41. 

If the consignor is liable for freight charges by reason of 
the fact that he is the party ‘who required the carrier to perform 
the transportation service by causing the goods to be delivered 
to the carrier for transportéatjon, the consignor, it seems to us, 
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may likewise be held liable for demurrage charges accruing 
under this contract of shipment; that is, demurrage charges 
accruing prior to the delivery to and acceptance of the goods by 
the consignee. 


Limitation of Actions—Routing and Misrouting—State versus 
Interstate Routes 

Virginia—Question: Please give us your opinion on the 
following: 

Shipments move from “A” to “B,” interstate, over railroad 
“Y” on unrouted bills of lading, at a higher rate than prevails 
via intrastate route, had railroad “Y” delivered to railroad “Z”’ 
at first junction, which would not have been out of route. State 
law seems to limit payment of overcharge claims to 5 years. 
Legal rate used, but apparently unreasonable. 

Account of carriers’ action in not forwarding via cheapest 
route, and at the same time making interstate movements, it 
seems that we are barred, possibly, from securing refunds, 
under the state law, and apparently, also barred from Interstate 
Commerce Commission handling with reparation in mind, on 
such shipments as move prior to the 2 year limit. 

Answer: Under the decision in McCaull-Dinsmore Co. vs. 
Great Northern Ry. Co., 47 I. C. C. 589, it is the duty of a carrier 
to forward an unrouted shipment via the cheapest route between 
point of origin and destination, unless the route via which the 
cheapest rate applies is an unreasonable one. 

The Commission, therefore, has jurisdiction in the instant 
case, provided the claim be filed with the Commission within 
two years from the date of the delivery of the shipment, the 
two year limitation period governing claims for misrouting, 
under the decision in Prairie Oil & Glas Co. vs. C. 'C. C. & St. L. 
Ry. Co., 146 I. C. C. 649. 

As to the jurisdiction of the state commission, see our 
view as expressed in our answer to Missouri, on page 1596 of 
the June 29, 1929 Traffic World, under the caption, “Routing 
and Misrouting—Unrouted Shipment Moving via Higher Rated 
Intrastate Rather Than by a Lower Rated Interstate Route,” 
the converse of which would apply to the facts in the instant 
case. 


Tariff Interpretation—Rate Applicable Where Service Discon- 
tinued but Tariff Rate Not Canceled 


Ohio.—Question: We will appreciate your advice on the fol- 
lowing problem: Carriers’ tariff publishes a commodity rate of 
25 cents on brick, carloads, from point of origin to destination 
in connection with the Baltimore and Ohio Railroad as deliver- 
ing carrier. Shipment is tendered, accepted and forwarded 
according to the tariff rate and route. It developed after ship- 
ment moved, that the B. & O. removed their tracks to the 
destination point some time previous (their track was a spur 
track from main line junction), and placed an embargo on ship- 
ments for the particular destination involved. Agent at point 
of origin failed to direct our attention to the embargo, resulting 
in shipment being diverted without our consent, via another 
route and combination of local rates applied. Can we compel 
originating carrier to protect their tariff rate under these cir- 
cumstances? 

Answer: With respect to this question, see the Commission’s 
decisions in Stone-Ordean-Wells Co. vs. P. B. & W. R. Co., 18 
I. C. C. 160; Miles Lumber Co. vs. C. B. & Q. R. Co., 89 I. C. C. 
761, and Cancellation of Rates on Lumber to Texas, 167 I. C. C. 
561. 

In our opinion the principle of the Commission’s decision 
in the Miles Lumber Company case is applicable to the facts in 
the instant case, and you can therefore compel the originating 
carrier to protect the joint through rate published in its tariff 
in connection with the B. & O. Railroad. 


Tariff Interpretation—Combination Rates 


In connection with our answer to “Maryland” on page 88 
of the July 11, 1931, Traffic World, under the above caption, 
see the Commission’s decision in Fraser vs. B. & O. R. R. Co., 
120 I. C. C. 675. 


Routing and Misrouting—Ratification by Shipper of Carrier’s 
Routing 


Texas.—Question: Referring to your answer to Texas, on 
page 1275 of the May 23, 1931, issue of the Traffic World. 

Texas Lines’ Tariff 32-G, I. C. C. 283, page 21, Item 114, Ex- 
ception No. 3—T. & N. O., clearly provides for short-line dis- 
tance direct. Tulia, Texas, is on the P. & S. F., which carrier 
belongs to the Santa Fe System, but is a separately operated 
railway from the G. C. & S. F. Ry. (No such railway as Santa 
Fe in Texas). The T. & N. O. Railway has no connection with 
the P. & S. F. Ry. and can reach them only by the use of an 
intermediate carrier. The T. & N. O., as the originating line, 
has the right to secure as long a haul as possible to reach the 
final destination, and Ft. Worth is the junction through which 
the shipment would have moved had shipment been consigned 
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direct to Tulia, and from Ft. Worth an intermediate line would 
have to be used, either the F. W. & D. C., or the T. & P. Rail- 
way, for delivery to the P. & S. F. Ry. 

It is true that the G. C. & S. F. is an intermediate line, but 
its use necessitates a great deal of out of line movement for 
them to handle a car from Ft. Worth to Sweetwater, and is not 
in general direction to Tulia, Texas. 

Our interpretation and opinion is that the T. & N. O. erred 
in delivering the car to the G. C. & S. F. and is guiity of mis- 
routing. The consignee is entitled to the rate based on direct 
short-line mileage origin to final destination. Evidently the 
T. & N. O. agent, in diverting, was confused by the name Santa 
Fe and overlooked the fact that the G. C. & S. F. and P. & S. F. 
Railway are two separate lines of railways and are so carried 
in all Texas tariffs. 

I am satisfied that you did not have the Texas Exceptions 
carried by the T. & N. O. Ry., and that is why you are receiv- 
ing this memo. 

Answer: Exception 3 of Item 114 of Agent Fonda’s Tariff 
I. C. C. No. 288, reads as follows: 


Texas & New Orleans R. R.—Where shipments are reconsigned 
in transit at points on the Texas & New Orleans Railroad, and where 
the point of such reconsignment is on the route of the Texas & New 
Orleans Railroad via which the shipment would have moved had it 
been originally consigned to the substituted destination, the provi- 
sions of this item will not apply, and the through rate assessed shall 
be based on the short line distance direct from original point of 
shipment to final substituted destination. 


So far as the provisions of Item 114 are concerned, there is, 
in our opinion, nothing therein which can be relied upon by 
the initial carrier as authority for hauling the shipment to Ft. 
Worth, provided it could have, with due diligence, diverted the 
shipment at an intermediate junction. 

Unless there is a tariff provision therefor or some provision 
of the law of the State of Texas which gives the T. & N. O. 
the right to its long haul, we are of the opinion the T. & N. O. 
must forward a reconsigned shipment via a route which will 
accord the shipper the cheapest rate and reasonably quick dis- 
patch in transportation. 





INTER-AMERICAN HIGHWAY 


“After weeks of struggling through steaming jungles in the 
lowlands and across cold wind-swept areas in the mountains, en- 
gineers of the United States Bureau of Public Roads have just 
completed their first reconnaissance survey of the proposed in- 
ter-American highway route through Costa Rica, in Central 
America,” says the bureau. 

The reconnaissance in Costa Rica is part of a general sur- 
vey of the projected road through Central America which some 
day will carry automobile traffic with speed and comfort from 
the Texas border to Panama City, via the countries of Mexico, 
Guatemala, Salvador, Honduras, Nicaragua, Costa Rica and 
Panama, a total distance of approximately 3,200 miles. 

“On the Costa Rica section of the survey the engineers have 
encountered many hardships in traversing practically undevel- 
oped regions in the southern part of the Republic, yet they re- 
port that the proposed highway is entirely feasible even through 
this difficult region, and that it will open up rich agricultural 
lands and waterpower resources.” 


PICK-UP AND DELIVERY SERVICE 


Tariffs covering pick-up and delivery service on merchan- 
dise, proposed by eleven railroad lines in the southwest, are 
being prepared and will be filed with the Commission on or 
about July 25, to become effective about September 15, it is 
announced. Preparation of the tariffs followed a meeting at 
St. Louis recently of the traffic vice-presidents of the south- 
western lines, at which all phases of the agreement under 
which the plan will be worked were discussed and agreements 
reached on details. 

The railroads included in the arrangement serve Texas, 
Arkansas, Louisiana, Oklahoma and Kansas, west and south of 
the Missouri River. The pick-up and delivery will be performed 
by local trucking companies under uniform contract. The serv- 
ice will be free at the present class rates within a radius of 
300 miles. Beyond that limit, the service will be at the option 
of the owner or shipper, at an added charge of 10 cents for 
both pick-up and delivery. 


ERIE ELKINS ACT FINE 


“On July 10, 1931, at Newark, N. J., the Erie Railroad Com- 
pany pleaded guilty in federal court to 15 counts of an indict- 
ment charging it with failure to collect the published tariff 
charges on carload shipments of flour stored on its Weehawken 
pier for Frederick W. Huber, Inc., a flour dealer of Brooklyn. 
Federal Judge Bascom S. Deaver assessed a fine of $1,000 per 
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For those intending to present evidence in this case we offer to prepare 
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count, or a total fine of $15,000,” says a statement issued by 
Secretary McGinty, of the Commission. 

“The case was investigated by the Bureau of Inquiry of 
the Interstate Commerce Commission and resulted in indictment 
of the Erie in 25 counts on April 14, 1931, under the Elkins 
act, a statute requiring railroads to strictly observe tariffs 
which are filed with the Interstate Commerce Commission. 
Upon the plea of guilty to 15 counts of the indictment, the other 
10 counts were dismissed. The case was handled by Z. W. 
Scott, one of the Commission’s attorneys, who acted as special 
assistant to United States Attorney Forman.” 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period June 
23-30, inclusive, was 599,282, as compared with 628,554 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 

Box, 259,743; ventilated box, 2,761; auto and furniture, 43,439; 
total box, 306,443; flat, 20,259; gondola, 121,690; hopper, 97,505; total 


coal, 224,120; coke, 1,040; S. D. stock, 25,982; D. D. stock, 4,528; re- 
frigerator, 13,695; tank, 643; miscellaneous, 2,572. 


Canadian roads reported a surplus of 41,600 cars, made 
up of 35,500 box, 2,350 auto and furniture, 300 flat, 200 gondola 
and hopper, 800 S. D. stock, 1,850 refrigerator and 600 mis- 
cellaneous cars. 


RAILROAD EMPLOYMENT 


Class I railroads the middle of May had 1,337,328 em- 
ployes, a decrease of 16.49 per cent as compared with May, 1930, 
and a decrease of 21.99 per cent as compared with May, 1929, 
according to compilations from carrier reports made by the 
Bureau of Statistics of the Commission. By groups the number 
of employes the middle of May with the percentage decreases 
as compared with May, 1930, and May, 1929, in each instance, 
ployes, a decrease of 16.49 per cent as compared with May, 1930, 
follows: Executives, officials and staff assistants, 15,648; 7.09; 
7.89; professional, clerical and general, 227,836; 12.38; 15.66; 
maintenance of way and structures, 308,316; 24.44; 30.26; 
maintenance of equipment and stores, 355,740; 15.72; 22.05; 
transportation (other than train, engine and yard), 162,283; 
12.23; 17.16; transportation (yardmasters, switch tenders and 
hostlers), 17,937; 13.02; 17.23; transportation (train and engine 
service), 249,568; 13.62; 19.81. 





Digest of New Complaints 





No. 23093. Sub. No. 19. B. F. Bowen, Dunning, Neb., et al. vs. A. 

T. & S. F. et al. 

Unreasonable rates and charges, gasoline and other petroleum 
products, points in Texas, Okla., Kan., and Mo. to points in Neb., 
Colo., and Wyo. Ask rates and reparation. 

No. 24373. Sub. No. 1. A. W. Dyer, Exeter, Neb., et al. vs. A. V. I 
et al. 

Unreasonable rates and charges, salt, Kanapolis, Hutchinson 
and Lyons, Kan., and other points taking same rates in Kansas 
to points in Neb., Colo., Wyo., and Kan. Ask reparation. 

No. 24467, Sub. No. 1. Nicholas Oil Corporation, Omaha, Neb., vs. 

A. T. & S. F. et al. 

Unreasonable rates, petroleum products, Mo., Kan., and Okla., 
to Brunswick, Neb. Asks reparation. 

No. 24486. Sub. No. 1. Galesburg Horse & Mule Co., Inc., Galesburg, 

., et a. va. A. FT. & B. BF. et ai. 

Unreasonable charges, horses and mules, points in Iowa and/or 
Minnesota to Galesburg, Ill. Ask rates and reparation. 

No. 24535. Seaboard Dairy Credit Corporation, Los Angeles, Calif., 
va. O. W. BR. RR. N. et al. 

Unreasonable rates and charges, live stock, including dairy cows, 
North Portland, Ore., to Los Angeles, Calif., on account of failure 
of defendants to protect charges based on size of cars ordered 
when carriers supplied an additional number of cars in lieu of 
longer cars ordered. Asks rates, rules and reparation. 

No. 24536. Western Burlap Bag Co., Chicago, Ill., vs. C. I. & L. 

Charges in violation sections 1 and 6, second hand burlap bags, 
Chicago, Ill., to Indianapolis, Ind. Asks rates and reparation. 

No, 24537. The Keller-Whilldin Pottery Co., North Wales, Pa., vs. 

Pennsylvania et al. 

Rates in violation sections 1 and 3, clay, Sylmar, Md., to North 
Wales, Pa., as compared with rates enjoyed by competitor at York, 
Pa. Asks rates and reparation. 

No. 24538. Hudson Wire & Iron Co., Tulsa, Okla., vs. I. C. et al. 

Rates or charges in violation sections 1 and 6, wrought iron pipe 
and casing, Pittsburgh, Pa., to Tulsa, Okla. Asks rates and 
reparation. 

No. 24539. Freight Traffic Dept. Concord (N. H.) Chamber of Com- 
merce vs. B. & A. et al. ; 

Unreasonable rates, hammered granite, Albany, N. Y., to Con- 
cord, N. H. Asks reparation. 

Oo. a cm Allison & Co., Inc., et al., New York, N. Y., vs. 

. S. et al. 

Charges in violation section 6, spinach, Diamond Springs and 
Herberts, Va., to Jersey City, N. J., and New York City. Ask 
reparation. 

No. 24541. Allied Paper Mills, Kalamazoo, Mich., vs. C. & O. et al. 

Unreasonable rate, coal, Garrett, Ky., to Otsego, Mich. Asks 
cease and desist order. 
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Men of ont Mondays and Thursdays 
General Merchandise Low Rates Quick Dispatch Thru Package Cars 
S. N. LONG WAREHOUSE GENERAL OFFICES. 
SAINT LOUIS, MISSOURI 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


eke Scale mummes camer . THRU RATES AND 
yy, DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY fi TOM " London and Norwich, Conn, 


t C.F.A., W.T.L., Inter-Mountain, 
70 alt examen BOAT SERVICE 0 South and Southwest 


Pours west CN on STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
wr OUR OWN MOTOR TRUCKS LUC reATTORY and MORGAN S. S. LINES 


SEW YORK 
TO ALL POMTS SOUTH BOAT AND RAN. THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 
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NEW YORK TO OR FROM 


ALIFORNIA 


3 NEW ELECTRIC LINERS 


: 3 NA 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Pennsylvania July 25; Sept. 5 Virginia ..Aug. 1; Sept. 12 
California ..Aug. 8; Sept. 19 Pennsylvania Aug. 15; Sept. 26 
Virginia ...Aug.22;Oct. 3 California . . Aug. 29;Oct. 10 


and fortnightly thereafter 
*from Los Angeles 2nd day following 


Panama foeifie line 


ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 


“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field — now com- 
mand salaries of $5,000, $7,500 a year 
and better. Investigate! Send for this 
free book today. Find out how you can 


ALL 33,000 TONS IN SIZE 





This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- qualify for these higher positions through 
agement offers real opportunity only to LaSalle home-stucy training and guid- 
the man who knows. Spare time study ance. Write now for your free copy of 
and the will to succeed have pushed ‘Opportunities in Traffic Management.” 
scores of traffic employees up the ladder Address— 


LaSalle Extension University, Dept. 795-T, Chicago, III. 


eae 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
All in One Book! 





Rates and Routing 
Send for Sample Sheets 


G. R. Leonard & Co. 


155.N. Clark St., Chicago 15 E. 26th St., New York 





MIMEOGRAPHS—AIll makes; rebuilt; less than half new price; 
Kardex cabinets, steel files, desks, typewriters; complete stock of 
used se —: big savings. Dallek Bros., Inc., 442 Broadway, 
New York, be 





THE PUBLISHERS OF THE TRAFFIC WORLD can supply you 
with printed traffic forms at a low cost. A handy folder containing 
26 of these economical and efficient aids will be mailed free of charge 
for your inspection. Write for your copy today. The Traffic World, 
418 South Market Street, Chicago. 
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No. 24542. George F. Bates, Houston, Tex., vs. Texas-N. M. et al. 
Rates in violation sections 1, 3, 4 and 13, clay (except ground 
clay in bags, and treated or milied fibre clay), Finlay, Tex., to 
Eunice, Jal and Hobbs, N. M. Localities on and south of Texas- 
New Mexieo state line served by defendants unduly preferred, also 
assails Texas intrastate rates, to points just south of the New 
Mexico state line. Asks rates and reparation. 


No. 24543. Payne Furnace & Supply Co., Inc., Beverly Hills, Calif., 
a. &. T. & SB. FF. Ct Ai. 

Rates and charges in violation sections 1 and 6, floor furnaces 
and pipeless furnace units, Beverly Hills, Calif., to Denver, Colo., 
Butte, Mont., Ogden and Salt Lake City, Utah. Asks classification 
ratings. 

No. 24544. Carolina Cotton & Woolen Mills Co. et al., Spray, N. C., 
vs. Southern et al. 

Rates in violation sections 1 and 3, lumber and forest products 
taking lumber rates, Goldsboro, N. C., to Spray, N. C., Leaks- 
ville, N. C., Draper, N. C., and Fieldale, Va., as compared with 
rates from Goldsboro, N. C., to Danville, Va., and to Southern 
Ry. stations, Lynchburg, Va., to Blairs, Va. Ask rates and rep- 
aration, 


No, 24545. Minneapolis-Moline Power Implement Co., Minneapolis, 
Minn., vs. C. R. I. & P. et al. 
Unreasonable rates, agricultural implements and parts, Moline, 
Ill., to Stockton, Calif., with stop-over at Denver to finish load- 
ing. Asks reparation. 


No. a — Jacob Dold Packing Co., Buffalo, N. Y., vs. A. T. & 

a . et al, 

Rates in violation sections 1 and 3, ordinary livestock, points 
in Ill., Ia., Kan., Minn., Mo., Neb., D. and Wis., to Buffalo, 
N. Y. Packers at points in Minn. and Ia. preferred. Asks cease 
and desist order and rates. 


No. 24547. Pierson-Hollowell Veneer Co., Inc., Indianapolis, Ind., vs. 
Carolina & Northwestern et al. 
Charges in violation sections 1 and 4, walnut veneer, Indian- 
apolis, Ind., to Lenoir, N. C. Asks reparation. 
No. 24548. H. E. Hall, Indianapolis, Ind., vs. A. B. & C. et al. 
Rates and charges:in violation sections 1, 2, 3 and 4, water- 
melons, points in Ga., Fla. and S. C. to Kane and Johnstown, 
Pa., as compared with rates to more distant points, and to Erie 
or Pittsburgh, Pa. Asks reparation and rates. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


July 20—Richmond, Va.—State Corporation Commission of Virginia: 
Finance No. 8813—In the matter of application of N. & W. Ry. 
under paragraphs (18) to (21), inclusive, of section 1 of interstate 
commerce act, for certificate of public convenience and necessity 
authorizing abandonment of line of railroad and operation thereof. 


July 20—Washington, D, C.—Examiner Hoy: 
18364—Georgia Public Service Commission vs. A. C. L. R. R. et al. 
(adjourned hearing). 


July 20—Cincinnati, O.—-Examiner Rogers. 
22455—In the matter of reciprocity in purchasing and routing. 


July 21—Washington, D. C.—Assistant Director of Traffic Pitt and 
Examiner Boat: 
Fourth Section Application No. 14395—Filed by M.-K.-T. R. R. (in 
connection with Fourth Section Application No. 793 et al.). 
Fourth Section Application No. 14161. 
Fourth Section Application Nos. 793 et al. 


July 21—Washington, D. C.—Examiner Disque: 
1. & S. 3614—Building material, from, to and between southern 
points. 
* 1, & S. 3614—I1st supplemental order—Building material from, to and 
between southern points. 
July 22—Washington, D. C.—Examiner Bradford: 
Finance No. 3715—Excess income of East Jordan & Southern R. R. 


~_ 27—Washington, D. C.—Examiners Hays and Borroughs: 

inance No. 3733—Excess income of Ft. Worth Belt Ry. 

July 27—Washington, D. C.—Examiners Quimby and Warren: 
Finance No. 8552—Excess income of Pittsburg & Shawmut R. R. 


July 28—Chicago, Ill.—Examiner Boat: 
Fourth Section Application No. 14228—Filed by Boyd and Leland. 


July 28—Washington, D. C.—Examiners Kephart and Beasley: 
Finance No. 4648—Excess income of Tuskegee R. R. 

July 29—Washington, D. C.—Examiner Marchand: 
Finance No. 3602—Excess income of Ala. & N. W. R. R. 


July 29—Washington, D. C.—Examiner Dubois: 
Finance No. 4159—Excess income of Mount Hope Mineral R. R. 


July 29—Atlanta, Ga.—Examiner Rogers: 

24049—-A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A, T. & 
S. F. Ry., et al. 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of th 
Brotherhood of Locomotive Firemen and Enginmen, vs. A. C. L. 
R. R. et al. (Adjourned hearing.) 

July 30—Washington, D. C.—Examiners Fowler and Norpel: 

Finance No. 3770—Excess income of Interstate R. R. 

July 30—Washington, D. C.—Examiner Disque: 

1. & S. 3608—Bananas and cocoanuts from Gulf ports to Casper, 

Wyo. 
July 30—Des Moines, Ia.—Examiner Boat: 
Fourth Section Application No. 14402—Filed by Galligan. 
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CARLOADING & DISTRIBUTING CO 


OR AYAR-TL@), me): 


UNITED STATES FREIGHT 


COMPANY 


\ ay £9) : ; : > ° 47 
C58 Than Carload Freight Service 


— 





Costs No More! 


“UNIVERSAL SERVICE” 


Faster— 


More Dependable— 
More Efficient— 


Most Complete 


and it 


Costs No More! 


SS 


For Rates or further information apply to our Freight 
Trafic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHIcaGo, ILL. 
40 Rector Street, New York Crry, N. Y. 


"Reduced Freight Rates” 
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PHILADELPHIA 
TIDEWATER 


G. M. RICHARDSON 


General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 


CREATER, DISPATCH 


FOR SHIPPERS &-DISTRIBUTORS | 


These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 


handling of bulk and packaged car- 











ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and NORFOLK TIDEWATER TERMINALS 
George W. Green, Vice-President and General Manager 4 ° P ine J. A. Moore, Manager 
17 State Street, New York City security with the lowest possible im Norfolk, Va. 








surance rates. Centralized adminis- 
' tration, under a management special- 
izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 
There is direct rail transfer except 
in New York, where the terminal is 
located within the free lighterage 
limits. 





KEYSTONE WAREHOUSE COMPANY MERCHANTS WAREHOUSE COMPANY : 
W. J. Bishop, General Superintendent Malcolm A. Buckey, Assistant Treasurer : 
Seneca and Hamburg Streets, Buffalo, N. Y. RICHARD D. JONES, Western Traffic Manager 10 Chestnut Street, Philadelphia, Pa. 


1646 Transportation Building 


en EEE I Chicago, Ill. 








ypand ALLIED INIAND WAREHOUSES | 


-_ at Wan ee — OR ee oe ee eee 
W.B.MOCKINNEY Secretary & Treasurer 

ie BROAD STREET STATION BUILDING 

Bo (rn (rin) , ‘ PHILADELPHIA, 


“ST ee rr a tear: 4 goes 
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a. 
Az ago, four daily through freight trains 

of the Norfolk and Western Railway, 
operating between Columbus and Cincinnati in 
the Mid-West, and the Virginias and Carolinas 
and the Atlantic Seaboard in the East, made 
their westward runs of more than 650 miles in 
44 and 4414 hours—and their eastward runs 
in 4114 and 47 hours. These figures represented 
savings of from 5 to 13 hours over their previous 
schedules. 


Notwithstanding the rapid pace of commerce 
during 1930, economists and business men pre- 
dicted that both industry and the transportation 
that served it might be expected to gain further 
momentum in 1931. Today, this prediction of 
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faster time is being realized. Norfolk and 
Western westward trains “The Caravan” and 
“The Nomad” now make their runs in 37 and 
444 hours —and the eastward trains, “The 
Skipper” and “The Pilot” now make their runs 
in 414 and 43% hours. It is the faster tempo 
of 1931. To you and to other shippers and re- 
ceivers of freight, it means additional savings 
in time. 


Continued improvements in service, increases 
in power and equipment, better roadbed, yard 
and terminal facilities, combined with the far- 
famed Norfolk and Western Spirit, renew assur- 
ances to shippers and receivers of freight that 
this is a modern transportation system. 


Representatives of the Freight Traffic Department of the Norfolk and Western Railway, 
located in principal cities throughout the nation, will gladly give information 
relative to rates, routes and service 


NORFOLK ano WESTERN 
RAILWAY 


ROANOKE, VIRGINIA 
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HEDGER 
Great Lakes 
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SERVICE 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


DETROITYS 


TOLEDO 


Substantial saving in freight rates via all-water 
route without any transshipment. 


Our service extends also to and from western lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load. 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 


I | - 4 VELAN 
pfs. aa CLEVELAND 
S4np ee ny LORAIN 





Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


MEMBERS: 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 





TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 


Vol. XLVIII, No. 4 


P™! New York 








4 
i 
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Your freight gains 


extra speed because 
of reduced curves and 


grades » and rock bal- 
lasted roadbeds with 


heavy steel rails » on 
the Great Northern » 


» » between Saint Paul, Minneapolis, 
Duluth, Winnipeg, Spokane, Portland, 
Klamath Falls, Seattle, Tacoma and in- , 
nasal Telfic — 


termediate points. Through merchandise «Pel, Min. 


P. H. Burnham 
Western Traffic Manager 


cars to and from Pacific Northwest —~ sete, Was. 


H. H. Brown 
General Traffic Manager 


and intermediate points. St. Paul, Minn. 


C. W. Meldrum 
Asst. General Passenger 
Agent 


Seattle, Wash. 


H. G. Dow 
Eastern Traffic Manager 


Glacier National Park on necsocer'y. y. 


T. J. Shea 
Asst. General Freight Agt. 


the main line of the— 105 W. Adams St., R. 620 


Chicago, Ill. 


GREAT NORTHERN RAILWAY 


Route of the Famous EMPIRE BUILDER 


Spend your vacation at 
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MipweEst TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 


At Twelfth Boulevard and Washington Avenue—center 
of St. Louis’ development activity, where retail and 
wholesale shopping districts meet—is now being erected the 
remarkable Illinois Terminal Railroad System station and 
industrial loft building. 

Adjoining is the downtown hotel district. Close by is the 
civic center with its new Plaza, and the financial district. 
Within a few blocks are the new homes 


unloading of cars are being utilized. Storage and handling 
of freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors. 
All trucking costs on in-or-out-bound less-than-car- 
load rail shipments are eliminated. Offices and stock 
rooms may be combined under one roof without sacrificing 
desirability of location for either. The mammoth loft and 

warehouse facilities available make this 





of the St. Louis Globe-Democrat and — 
the St. Louis Star and many other new 
business buildings. Altogether here is type 
one of the choicest business locations 
in the city. 

Thirty feet underground the quiet, elec- 
trified lines of the Illinois Terminal 
Railroad System carry fast freight and 
passenger traffic over the McKinley 
Bridge to the East, with car-movements 
interchangeable with all other railroads. 





—A monumental steel structure of the latest 


—12 main stories covering a whole city block 
—75,000 square feet on each level 
—3 offset office stories above 


—Surmounted by a massive tower 

—All built over an underground passenger and 
freight station (electrified) with a capacity in 
excess of 100 cars 

—Located in the heart of business St. Louis 

—Ready for occupancy, April, 1932 


—— building an ideal headquarters for mer- 
chandise distribution throughout the 
whole midwest territory. 

Besides the increased facilities and 
expedited service to be rendered, 
this new development opens an in- 
dustrial territory not heretofore 
served by rail transportation. It 
adds another link to the great chain 
of St. Louis’ merchandise distribu- 
tion advantages. Write for detailed 
information. 








The latest ideas in rapid loading and 





MIDWEST INDUSTRIAL TERMINAL CO. 


1221 Locust St. 





Phone Central 5300 
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The Tec Weld —— EE 


N. shipment is too small! We are at all times 


I nterested in giving you the best service, whether 


C arload or less-than-carload. Speedy trains 


your freight moving, whether it be 
E ast, west, north or south. With us, it’s 


L aw to see that you are at all times 
x 


P leased with our service, and thereby 
L ighten your traffic worries. Why not 
ne for an interview with one of our | 
Tdi experts and let him thoroughly 


3 xplain our service to you? You can 
x 


Ray upon his advice! 
O, time arrivals and deliveries 


Are assured your traffic when you 
Dicoand routing via NICKEL PLATE ROAD. 
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The Largest 


Company-Owned Truck Service Organization 


in the World 


Many factors have contrib- 
uted to the phenomenal rise of 
International Trucks but none 
has contributed more than the 
after-sale service. Service is a 
paramount issue today! What 
could be more important than 
adequate service facilities for 
hard-working, roughly-treated 
trucks that must carry on, eco- 
nomically, for many years? Fleet 
owners, confronted with new 
problems of cost-reduction, are 
asking themselves that ques- 
tion, and answering it by buying 
Internationals. They are invest- 
ing in International Trucks and 
putting the entire servicing bur- 
den on the shoulders of Interna- 


tional Harvester. 


Some years ago International 
Harvester conceived an ideal of 
truck service the full import of 
which was far ahead of the in- 
dustry—and then proceeded to 
build that ideal into a nation-wide 


network of branches equipped 
to handle every possible service 
need and emergency. Today the 
largest, strongest, most effective 
Company- owned truck service 
organization in existence is at the 


call of International owners. 





INTERNATIONAL \ 
\ A y 4 - 


Put your servicing problem 





and responsibility squarely and 
completely up to International 
Harvester. You cannot afford to 
maintain burdensome repair 
stocks, trained personnel, and 
costly modern equipment for re- 
pairs and overhauling. We can- 
not afford not to provide the very 
best of service everywhere. Your 
job is hauling. Our job is to pro- 
vide quality trucks—and to keep 
them on the job. 





Let’s maintain this logical and 
practical division of labor. We 
assure you great savings, great 
benefits. We are equipped for 
mass-production of service and 
that means lowest possible costs 
every step of the way, as tens 
of thousands of International 
owners know to their lasting 


satisfaction. 
* * * * 


One of the 183 International 
Company -owned branches is 
near you. It is part of the Gibral- 
tar of truck service—it is there 
to stay. Besides the branches 
there are International dealer- 
owned stations at many points, 
so that, wherever your trucks go, 
they stay in range of Interna- 
tional service. See the full line 
of International Trucks, ranging 
from 34-ton to 5-ton, at any dis- 
play room. Demonstration on 


request. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. 


OF AMERICA 
(INCORPORATED ) 


INTERNATIONAL TRUCKS 





Chicago, Illinois 
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Establish Your Own Factory 


ere. | ENGLAND 





Easy to do.. Economical to Operate 


Stop paying heavy customs duties ... un- 
necessary overseas transportation charges. 
American goods can be manufactured in 
England . . . factory sites are easily ob- 
tainable . . . operation is exceptionally eco- 
nomical because of the lower cost of British 
labor. 

Let L.M.S.— Britain’s largest railway sys- 
tem —show you how and why “British 
Made’’ American products 
reduce overhead and give you 
greater profits. 

L.M.S. offers a most unique 


LIMS 


and entirely free service to American business 
men who contemplate manufacturing in Eng- 
land. Photographs... plans... information 
as to power and water supply. Municipal rates 
... type of labor available. Also a complete 
listing of factories for sale or rent. 

Remember, American goods manufactured 
in Great Britain become British goods. Prod- 
ucts bearing the stamp ‘‘Made in England’’ 
reduce selling resistance not 
only in England but through- 
out the British Empire. Write 
for interesting booklet. 


GREAT BRITAIN 


London, Midland & Scottish Railway of G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION ] 


Thomas A. Moffet, Vice-President—Freight Traffic 


1 Broadway, New York City 





PAGE 165 





PAGE 166 








The Traffic World 








FASTER - FINER - 


MORE CONVENIENT 


Passenger Schedules 


WASHINGTO 
RICHMOND 
NORFOLK 


Between 


rl 


To leave the starting point at a logical 


break in the day’s routine—to arrive at 
a convenient time to begin new activities 
at the destination—to provide the max- 
imum of comfort and relaxation along 
the way—that is the well considered 
service offered by this faster schedule 


and luxurious equipment. 


CINCINNATI 
LEXINGTON 
LOUISVILLE 





Read Down Eastern Standard Time Read Up 
"eee ee Washington............-- 8:35 AM 
2 eee En 11:33 AM 
| 8 ere Newport News .........+-- 10:35 AM 
_5:15_PM.............. SS eae 8:30 AM 
 } eee CMIOINENR so. occvccccces 5:42 AM 
, Fer DEED osc ccvvescewen 10:23 PM 
le. eee CI i100 eb menaie 9:10 PM 
eS eee eee 3:30 PM 
oo eee Louisville (CST)............ 12:45 PM 
| er nr ere 5:15 PM 


* Sleepers may be occupied till 8:00 A.M. 
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